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The Wilson-Walker Automatic Car Coupler. 








The accompanying illustration represents one of the 
automatic freight car couplers recommended for further 
trial by a committee of the Master Car-Builders’ Associa- 
tion, at the Saratoga Convention, held in June last. 

The coupler belongs, as will be seen, to the fixed-link | 
class, or, more correctly speaking, the link is permanently | 
attached to the draw-head, and cannot be lost or accident- | 
ally detached, though it has a considerable range of motion. 
As is clearly shown on tbe illustration, the link has a species 
of hook on its under side which engages in the link of the | 
adjoining car. The hole inthe link will either take an 
ordinary pin or engage with the hook of a similar coupler. 
The triangular slot in the rear end of the link enables the | 
link to be driven backward should it strike violently against | 
any hard object. The link becomes uncoupled on being | 
lifted at the rear end, asmall eye-bolt being provided for 
the purpose of attaching a light lifting chain or link. The | 
distance from the centre of the pin-hole to the face of the 
draw-head is 2% in. and not 1% in. as figured on the drawing 

In principle this coupling much resembles the Ames and 
Mitchell, though the form of the rear end of the link is 
totally dissimilar, as may be seenon referring to the draw- 
ings of these couplings published in our issue of Sept. 26. 
Sontributions. 

Clearing Cuttings of Snow. 
PaTERSON, N. J., Oct. 6, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE : 


OAD 








from 50 to 100 ft. from the track if required, thus finally 
disposing of it. 
In light snow it can be run over the road as fast as the 
plows now in use, and with much better results. 
J. C, LESLIE, 
President Rotary Steam Snow-Shovel Co. 








The Car-Coupler Question. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

‘‘ What are the elements which must exist in the ac- 
ceptable coupler?’ Some years’ experience and observation 
as a manufacturer of couplers has given me certain views on 
the subject, and I shall here endeavor to formulate them. 

1. Safety to trainmen. It should be so constructed that 
it can be operated without entering between the cars either 
to couple or uncouple, and its manipulation should be as 
convenient in the darkest night as in the light of day ; added 
to this it should be certain in its action and convenient for 
inspection. 

2. It should be a buffer as well as a coupler. 

3. It should be adaptable to any formof draft rigging 
with the minimum of changes in parts already in use. 

4. 1t should couple safely with link and pin now in use. 

5. It should allow no slack between couplers, but should 
have some substitute that can be commonly utilized in the 
starting of trains. 

6. The coupling should allow cars freedom of vertical mo- 
tion independent of each other when coupled, so that the 
passage of one car over switches or depressions in track 
should not throw any part of the weight of one car upon 
the draft-rigging of the next. 


GAZETTE. 





7. It should allow the cars to pass over curves freely, but | 
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experiments upon a level track this extension overcame the 
inertia of every car in the train except the rear car on 
upon which the brakes were set. The power of the engine is 
thus doubled, asin reversing the total power less the fric- 
tion is transferred into the springs as they compress, and 
the extension of the spring supplements the direct work 
of the engine when the forward movement is commenced. 

The sixth condition is the only one which has—so far as I 
know—ever been formally and authoritatively laid down as a 
condition by the Master Car-Builders’ Association in their 
representative capacity. A resolution unanimously adopted 
at their meeting at Saratoga in last June declared: ‘That 
the best coupling mechanically is that which couples along a 
vertical plane, so as to couple with cars with unequal height 
of draw-bars.” 

This action of the Association, if there were no other rea- 
sons to commend it, would have its justification in the fact 
that the entire passenger equipment throughout the United 
States is fitted with couplers which have this principle as 
their distinguishing feature. The only couplers which have 
been a pronounced success for passenger service are those 
having this feature, and as this is demonstrated by years of 
practice, can it reasonably be argued that the principle is 
not a good one for freight service as well? We know that 
it is equally good because we have tried it in actual prac- 
tice, because it is still giving satisfactory service, and be- 
cause we are convinced by long experience that it is quite 
sure to continue to do so. 

The discussions of the time seem to point to the in- 
crease of speed for freight trains. This introduces an ele. 
ment which has not hitherto appeared in connection with 
the coupler problem. That discussion carries with it the 
proposition that it will be necessary when the speed of 


permit the minimum of lateral motion. | freight trains is increased beyond a certain limit to equip 

The first condition requires no argument. An inspection | with the automatic brake. Let us once admit the possi- 
of the Janney coupler, together with the returns from 40 | bility or probability of such a move, and it at once becomes 
lines of railroad show how perfectly the conditions of safety | proper to consider the relations which exist between the 


in your issue of Oct. 3, your correspondent G., referring | are fulfilled.* These returnsare in the hands of the Railroad | coupler and the brakes. Ata meeting of the Car-Builders’ 
to the illustration of the rotary steam snow shovel Commissioners of Massachusetts, and being confidential car - | Club in New York on the evening of March 15, 1883, Mr. 
in your issue of Sept. 12, overlooks the whole advantages of | not be published at present, as gauged by results in actual | George Westinghouse addressed the Club upon the subject 
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the machine, and at once attacks what he thinks has been 
omitted, 

If your correspondent isa railroad official, he certainly 
should have expressed his approval of the machine, as be 
seems to be able to find only one fault with it, which would 
be such under certain conditions only; and even admitting 
this deficiency , the machine would be of such advantage to 
snow-bound roads that it would very soon replace all the 
old wedge snow-plows now in use. 

The machine will not grind the snow into powder, as your 
correspondent imagines. 

The machine is made to throw the snow up vertically, in 
case of high winds blowing in the opposite direction to the 
way the snow was being thrown. The snow is then carried 
away by the wind to a perfectly safe distance from the 
track. 

Railroads skirting steep mountains can have these ma- 
chines built with a reversible motion to throw the snow to 
either side of the track or to both sides at the same time. 

Your vorrespondent would prefer to have the excavation 
in the snow sloped at the sides to the same shape as the cut- 
ting. The rotary steam snow shovel can do this to his satis- 
faction, providing the railroad using it will have the station 
building, platforms and switch-stands removed to a safe dis- 
tance. The bridges and the tunnels would also need to be 
enlarged to admit of the immense cutter of the machine re- 
quired to carry out his ideas. The railroad using this ma- 
chine will have no such difficulty in clearing cnts of snow as 

~ your correspondent refers to. 

The snow-plows now in use make the snow banks deeper, 
and pack them so hard that it is very often found necessary 
to put on gangs of men to widen the cuttings through the 
banks during the intervals between the very severe storms, 
in order that the wedge plow may be forced through again. 

’ Whereas every time the rotary steam snow shovel passes 
over the road, it cuts the snow out clean, and will throw it 


THE WILSON-WALKER AUTOMATIC CAR-COUPLER 


seven years, 


out that principle of construction in freight cars which has 
done so much to preserve passenger cars from destruction 
in cases of collision; I refer to continuous platforms. The 
Janney coupler and buffer is to the freight car what the 
continuous platform was and is to the passenger car: by 
means of it freight cars are brought into contact with each 
other in the line of their greatest resisting power, and when 
coupled the train stands practically one solid body from end 
to end and cannot swing or crush. 

The third or fourth point will scarcely be disputed. 

The fifth condition involves so radical a change in railway 
practice, that on the bare proposition to dethrone “ slack ” I 
cannot expect to go unchallenged. It is admitted that less 
power will suffice to keep a load in motion than is required 
to overcome the inertia of the same, but to deny absolutely 
that slack is the best means by which that end can be facili- 
tated, or that it affords any such assistance to the efforts of 
the engine as is generally supposed; would raise questions 
which at this stage we have not the time to discuss; but we 
condemn the old and offer a better practice. We offer you 
the means by which you may rid yourself of the jerking and 
recoiling of individual cars, and by it start the longest 
freight train as easily and smoothly as is commonly done 
now in passenger service. 

Our experiments and consequent results in this direction 
may be briefly described: The brakes are set upon the last 
car of the train as preparatory to “ taking slack,” the engine 
forces the train together until the springs are compressed to 
the capacity of the engine; when the engine runs away from 
the train an extension of the springs takes place, and in our 


*We understand that these returns were made by the railroad 
companies in reply to queries as to matters of fact, not opinions 








as to the use of the coupler. 





traffic during a period covering with some of the companies l 


Touching the second condition, the buffer feature carries | 














radeon 


of freight brakes. The Railroad Gazette of March 30, 1883, 
thus reports his remarks : 


It was also found from the experiments made in England, 
that the ordinary coupling apparatus would not stand the 
strains produced by the full application of the brake. Ow- 
ing to the slight irregularities in the action of the brakes, 
they are necessarily applied a little sooner in the front of 
the train than in the rear, and in consequence of this, the 
cars were jammed together. As soon as the brakes began 
to act witn the same force on the rear of the train, it was 
stretched out, thus producing great strains on the couplings. 
This difficulty increased very much with the length of the 
train. If we undertook, with the present draw-bar appli- 
ance on freight trains, to apply the brakes with the same 
degree of force that is now used on passenger cars, it would 
be impossible to keep a long freight train together» * * * 
Probably when we have much stronger couplings on 
freight trains which run at higher speeds, it will be possible 
to increase the proportion of brake force for such trains, and 
at the same time the load carried by the cars may be util- 
ized for varying the leverage, so that the brake force shall 
always be in the proper proportion, of say nine-tenths of 
whatever the load of the car may be. 

Here isa gentleman who has probably gone deeper into 
the science of handling railway trains safely than any other 
of our time, who gives as the result of observation, and ex- 
periments conducted by the best mechanical skill, under his 
own eye, the judgment that the couplings of to-day are in- 
sufficient in point of strength to meet the coming condi- 
tions. That the present style of couplings in use upon 
freight cars do not possess strength equal to any reasonable 
factor of safety we may infer from another statement of 
Mr. Westinghouse upon the same occasion: 

On the Pennsylvania Railroad where there are now 
three freight trains fitted with my automatic brake, the offi- 
cers first proposed to use the old non-automatic brake. But 
after careful consideration they concluded that it would be 

better to adopt an automatic brake, because their records 
show that on their heavy grades nearly all serious accidents 
arose from trains breaking in two. 





It is probable that a large proportion of the accidents were 
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with trains during the period when 20,000 lis. was the max- | 


imum load; that figure has been moved up until 40,000 lbs. 
has been reached, and the Car-Builders’ Association now 
have a committee at work upon specifications for a car of 
60,000 Ibs. capacity. If the breaking apart of trains was 
frequent when the maximum load was 20,000 lbs. what will 
it be when the load is increased 200 per cent., if you still 
retain the link with its accompanying slack to augment the 
danger of jerking the train apart. 

After providing for the safety of those whose duty it is to 
make the coupling, it would seem a perfectly proper thing to 
consider the safety of those who accompany the train in its 
movements, as well as the cars and the property which they 
carry. Any ccupler which gives additional security in event 
of collision must eventually displace the weaker devices. We 
hope,—regardless of any personal interest in the matter,— 
that the doctrine of the survival of the fittest will in ourown 
day assert itself as effectually in freight car-couplers as it 
has already so fully done upon our passenger equipment. 

W. McConway. 








An Inventor on Car Coupling. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

Let me inform you my ideas about car-coupling. As you 
know, there is many a device in the way of self-car-couplers- 
Some are useless. Those that are thought good are so ex- 
pensive that railroad companies cannot begin to handle 
them with any justice to their own advantage. In fact, 
they are not certain in their action, unless a man is on the 
spot to regulate them to do their work. Any car-coupler 
that will not couple without springs or assistance of man at 
all times, and be a coupler right from under and out of ham- 
mer shops and from the foundry sand, and applied to cars to 
do its own coupling and stand the shocks and wear and tear 
way into years to come, without affecting its coupling, will 
never come ia to use on its own merits. There is the old link 
and pin hand-coupler, which there have been many devices 
to make a self-coupler of, which I say can never be done 
without additional expense and subject to wear and tear, and 
be regulated by man, and still be the same old coupler. If 
there should be put in use a system of odd device of link- 
and-pin self-coupler, it will never work successfully ; it 
would be a tangled up system of different grade couplers, 
and would lead to confusion, and would some day sooner or 
later lead back to using link and pin by hand. So you see 
we must bring it toa point by doing away with the hooks 
and chains, rods and levers, springs and extra buffers, and 
link and pin couplers. Can we give up our old link-and-piv 
system coupler? We would adventure tosay yes. If rail- 
road companies would only try the ball-joint coupler, it 
would fill the wants long sought after. They do without the 
link and pin on their passenger cars and elegant palace cars 
of unexcelled beauty, because you see they have what is 
called a one-grade coupler that has been invented and applied 
to their cars in that line of rolling stock. It could be just so 
with the freight stock all through this country if they sbou!d 
come to some conclusion in regard to the difficulty of freight- 
car coupling by hand. Any one that has ever tampered in 
the coupling tusiness knows how dangerous and difficult a 
study and problim it is to overcome. One-grade coupler 
without link or pin would overcome all the trouble all 
through this land. 

Shall one inventor get the entire run or monopolize the 
whole system? But at the same time it would be better to 
have one good freight car self-coupler than to have half a 
dozen odd ones of little or no merit. 

This car-coupling business has been the tough study for 
manvy years by some of our best inventors. After their 
work has been done and with long extended study, they 
soon see they are no nearer than when they first began their 
long and tedious meditation of a vision. Its action must be 
without springs or human help, and long years of wear and 
tear will not affect its coupling. Have we got that coupler 
in the land? Yes, we have at last found it. It is original, 
That to-day it excellsall in the country, we might adventure 
to say, both passenger and freight ; and it rests and slum- 
bers, only waits to be woke up, and put to work to prove it 
merits. Weeks and months may drift into years, but it will 
some day be sought after and only be put in use to be appre- 
ciated. 

Too much cannot be done to overcome the ever dangerous 
difficulty of car-coupling. It should never be left undone 
until it has been accomplished and applied to all cars worthy 
of such self-coupler. Standard height of cars would go to 
help lessen the danger that has racked the brain of man for 
many years. 








Hydraulic Wheel Press. 


We illustrate herewith a new and improved hydrostatic 
press, for pressing locomotive and car wheels on their axles. 
The new feature in this machine is the method of operating 
the pumps, an improvement which has recently been 
patented by the Niles Tool Works. 

As will be seen from the cut, two plungers are employed, 
one of these is 2in. diameter, the other lin. They are 
driven from the same shaft, and the plungers are brought 
into service, or thrown out, by means of the two rods shown 
to the right of the pump. When beginning operations both 
rods are raised about an inch, and immediately both plung- 
ers come into play, filling the cylinder and bringing the 
ram forward quickly. As the pressure begins to rise the 
rod connecting with the larger plunger is dropped, and 
immediately that plunger ceases operation; the small 
plunger then continues the operation until the wheel is 
forced on to the axle, and to the position desired ; then the 
other rod is dropped and this plunger ceases operation 


instantly. When tke rods are down the suction valves are | culiar purpose they are intended toserve. It is not the 
raised off their seats, and hence the plungers are thrown | purpose to refer here particularly except to the various 
out of service. forms of freight books used in connection with the delivery 
The two rods for starting and stopping the pumps are | of freight by carriers, either to the owner or connecting lines. 
attached to a weighted lever at the bottom of the suction | Three kinds of books are in somewhat general use. One of 
pipe. From the other end of the lever other rods extend up | them is a complete record of the way-bill with all its at- 
to the suction valves of the pumps. When the rods are|tendant marks and notations; another is a receipt book 
raised and hooked over the arrangement provided for the | acknowledging delivery of the property ; still another not 
purpose, the suction valves are seated, and consequently | only records all the particulars of the way-bill but also con- 
perform their work. Whenthe rodsare dropped the suction | tains in the margin opposite the consignment the receipt of 
valves are raised off their seats ; hence the pump plungers | the consignee. The first two books are used at larger sta- 
continue working but do not pump any water. tions where it is inconvenient to consolidate the information ; 
The operation of starting and stopping is performed | the last-named is used at smaller stations and embodies the 
instantly; the machine does not make a single effective | information contained in the other two books. 
stroke after the rod is dropped. The whole operation re-| In consequence, however, of the disposition of man to pry 
quires no effort on the part of the operator whatever, and into the affairs of his neighbors, a modification of these 
can be performed while he stands in position to see the en-| books has been found necessary in some important particu- 


tire operation of the machine. 


This improvement is held to be of great advantage in| every 
these machines, facilitating operation and preventing the | 


| lars. While the whole world claim the right to know what 
railway company is doing, and what it 
charges therefor, the relations of carrier and sbipper 


wheel being forced too far on the axle, as it can be stopped| are of a confidential nature, and the former cannot 


instantly at any point. 


It is, therefore, preferable to either | divulge either the nature or extent of the latter’s business 


shifting the belt, or moving a valve which requires some | without committing a breach of confidence. For this reason 


effort to open, 


access to his books is refused to unauthorized persons. But 


These machines are made of various sizes for different di- | insome instances it has been found that consignees have 





HYDRAULIC WHEEL PRESS 


ameters of car wheels and locomotive drivers. The machine 
illustrated is designed for putting on and pulling off car 
wheels and can exert a pressure of 150 tons. The ram is 8 
in. diameter. The pres:es for locomotive work have a ca- 
pacity of 200 tons ona 9-in.ram. The cylinder is made of 
cold-blast iron and is copper lined, the lining being bur- 
nished in. The cylinder is provided with a relief valve and 
the ram is weighted so as to return quickly. The machine 
is set upon a substantial cast-iron base upon which the re- 
sistance post moves on rollers. It is provided with a hy- 
draulic gauge, lock-up safety valve, traveler for carrying 
the axle and other attachments to make the machine com- 
plete. 

These machines are built by the Niles Tool Works, of 
Hamilton, O. 








Station Records and Papers. 

[From Marshall M. Kirkman’s forthcoming work on “‘ The The- 
ory and Practice of Collecting Railway Revenue Without Loss.”’] 
(Copyright, 1884, by Marshall M. Kirkman.) 

The nature of the business of carriers, the responsibilities 
attending the same, the intimate relations that they sustain 
to the community and the fact that they may be called upon 
to explain any one of the innumerable transactions they 
have with individuals, or demonstrate their good faith, or 
disprove some unjust, exaggerated and fictitious claim, or 
settle one that is just, renders it necessary that they should 
preserve a carefully compiled and complete history of each 
transaction connected with the transportation of property. 
In the baggage department the surrender of the check and 
the removal of the goods is an acknowledgement of the re- 
ceipt of the property in goodorder. The extent of the bus- 
iness in this branch of the service and the necessity of con- 


taken advantage of the simple duty of receipting for their 
freight in the record book to observe what their neighbors 
were doing and the rates that they were charged by the 
carrier. Thus the lynx eyed grocer on the corner ran his 
eye inquiringly over the consignments made to his brother 
in the middle of the block, noting what he got, the rate he 
paid, and other particulars of a like interesting and confi- 
dential nature; if time were given him he would linger ove, 
the record until all its current contents had been stored away 
in his capacious memory. This information be would utilize 
in harassing his competitor or the carrier; the accusations 
against the latter would be that more favorable rates or ac- 
commodations were extended in one instance than in the other 
without reference to the extent or conditions of the service 
rendered in the respective cases. To obviate this disposi- 
tion of patrons to pry into matters that did not immediately 
concern them, it was found necessary at many places to 
adopt a substitute for the receipt book. This substitute is 
simply a blank or book wherein each consignment occupied 
a page by itself; under this arrangement the shipper could 
scrutinize his own consignment at his leisure, but he could 
catch no glimpse or hint of the consignment of his brother. 
These latter are called special receipts. Every way-bill 
should, immediately on its arrival, be entered in one or the 
other of the freight record books. This record is valuable 
on several accounts: it obviates serious inconvenience in the 
event a way-bill is lost or stolen, and it makes it more 
difficult to suppress a bill. The footings of the freight book 
are to be entered up day by day, and when the accounts are 
rendered these footings should agree with the aggregate 
thereof as shown in the returns of freight received. The 
receipt must be taken in ink, at time of delivery of property, 
and must be made by consignee or upon bis order. The 


ducting it with the utmost celerity has prevente 1 the multi-| records and receipts must be sufficiently explicit 
plication of blanks and the signing of formal re“|and full in each instance to protect the company 
ceipts. The extent of the freight business, its pe-|in the event of disputes in regard to the identity, 


culiar nature and the risks that attend its carriage, 
in consequence of the necessarily rude facilities that 
are adopted for handling such property, have made it 
necessary to preserve a careful record of each article of 
freight and each consignment from the moment it reaches 
the station platform until it is delivered to the consignee at 
place of destination. This necessity has called into exist- 
ence many forms of books and blanks, some simple, others 








more complicated, all of them, however, adapted to the pe- 


condition, or delivery of the property. As. inti- 
mated elsewhere herein, a careful comparison of the freight 
received and receipt records with the cash book enables 
the examiner to tell whether the cash is accounted for at the 
time it is collected. A comparison of the freight received 
and receipt records with the returns of agents will serve, in 
a measure, to verify the completeness of the latter. In 
other words, by comparing each consignment of freight as 
receipted for on the freight record or delivery book, with 
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F. The left-hand figure is a section through the line XX. 
S represents the steam supply pipe ; Ex the exhaust ; L the 
main steam port to the bottom of the cylinder, and U that 
to the top. 

The operation of this valve is readily understood. As rep- 
resented in the cut, the main piston has reached the upper 
end of its stroke. The auxiliary valve Phas connected the 
ports B and C, exhausting steam from that end of the aux” 
iliary cylinder. Steam enters through the port D and thus 
reverses the main valve. When the main piston has reached 
the lower end of its stroke, the ports A and C communicate 
over the end of the auxiliary valve P. Steam now enters 
through the port D’, and reverses the main valve for the up 
stroke, thus obtaining a positive motion without the aid of 
tappets, springs, combined levers, cams, or other similar con- 
nections. By the arrangement of the ports in the auxiliary 
cylinder the plunger is prevented from striking the heads by 
steam cushions. Another valuable feature claimed is that 
if the main valve be carried too far by its momentum, the 
cushions will carry it back to a fixed point at either end, 
leaving the steam ports fully open. 

The main steam ports are divided where they enter the 
cylinder, so that when the piston nears the end of its stroke 
a part of the steam is shut off, the speed of the piston is re- 
duced, and when the stroke is reversed only a part of the 
steam enters the cylinder at first, thus producing a motion 


the way-bill, and the latter with the returns renders any 
suppression of an account difficult if not impossible. This 
fact being understood, the importance of each bill being en- 
tered upon the proper freight book or books immediately 
upon its arrival becomes apparent. The public should be 
taught to understand that the company requires a uniform 
receipt from them in each instance, and when the agent does 
not exact it, that there is something wrong in his methods 
of doing business.* 

Why Freight should be checked upon receipt or when 
unloaded.—In the country, where business is apt to be done 
somewhat informally, even by carriers, there is danger 
that proper care will not always be exercised to prevent 
freight being carried away by the consignees without the 
knowledge of the agent, and consequently without receipt- 
ing therefor or paying charges thereon. The goods taken 
in this way occasion the carrier great annoyance and, what 
is more to be deplored, have frequently to be paid for by 
him. In such cases the property is generally Jeft upon the 
platform or in the car to be delivered from thence, for the 
purpose of saving the company the labor of transferring to 
the warehouse. Devices of this kind for saving labor arc well 
enough when discretion and vigilance are exercised, but 
unless these qualities are especially observable in the 
agent it should be a rule not to leave property in cars that 
are unlocked, and to transfer goods from the platform to 





Patented 
July 15, 1884. 
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HARLOW’S VALVE MOTION FOR STEAM PUMPS. 


the warehouse without delay. Freight should be compared, | approximating that obtained by use of acrank and fly-wheel, 
item by item, with the way-bills when unloaded, with the | giving the water valves time to seat without shock, pre- 
view to see whether it has all arrived and the conditioa that | venting the piston from striking the heads, and in connec- 
itisin. The tally marks must be noted on the face of the tion with the valve gear it makes this steam pump practi- 
way-bill for each package as itis removed, and if an article cally noiseless at any speed. 

is missing or damaged the fact must be stated. These nota- | 
tions should be made on the way-bill; first, because it is the | loosely on a rod and confined by a nut at the upper end. 
original record and is convenient for such purpose; and, | This arrangement allows the rod to work freely should the 
second, because it is designed to make this instrument a | piston work somewhat out of the centre line of the cylinder. 
complete record of everything relating to the carriage of | The pump is preferably intended to work in a vertical posi- 
the goods. All marks of this kind, however, noted on the | tion. 

way-bill, should afterwards ba copied on the freight record | 
books for the use of the agent. It is desirable that the labor | 
of checking property, especially that unloaded by train- | tabi, 
mn, should be performed at the time the freight is un-| The following is condensed from the official report of tke 
loaded. Goods should not be allowed to remain in cars lon- | semi-annual meeting in Boston, Sept. 17: 

ger than is absolutely necessary, not only because thecar-| Before calling the Convention to order, President Tuttle 
rier loses the use of the vehicle, but beacause it is easier to — as —— SE ta ) 
ascertain in reference to missing and damaged freight, if piiden te the vitet ciey > New Magien Rea nd ‘te ‘folng 20 tt 
the investigations connected therewith are pursued while | occurs to me that a few words retrospective may not be out 
the transaction is fresh in the minds of trainmen and oth- 


of order. 
ers, than it would be if the work was delayed. It isthe duty | “In looking oyer the records of the Association, I find 
of traveling auditors to ascertain by examination of way- 


that the first meeting was called at Pittsburg, March 13, 
bills and otherwise whether due vigilance and promptness 


5, so we are now in the 30th year of our existence. 
is exercised in receiving, examining and delivering freight. 








National Association of General Passenger & 
Ticket Agents. 


‘*It is probably the oldest railway association, or rather 
the only association, that has kept up a continued and unin- 
terrupted existence for an equal number of years. Of the 
first 25 members who met at Pittsburgh, but one name now 

stands on our roll—that of our honored friend, Mr. L. M. 
| Cole, of the Baltimore & Ohio. Of the roads represented in 
| that association, I find but three have retained the same 

corporate name—the Baltimore & Ohio, the Pennsylvania 
land the Michigan Central. But two meetings previous to 
| this have been held in Boston—one in 1856 and the other in 

1877, this making the third. The purpose of calling the 
first meeting of the Association was to perfect the means 
of ticketing, and of doing passenger business in general, be- 
tween the railroads, 

“Tt hardly seems credible under present conditions, that 
no longer than 30 years ago no coupon tickets were sold. 

“If passengers were ticketed through beyond the line 
upon which they started, they were furnished single local 
tickets and their baggage was to the first destina- 








=— 





Harlow’s Valve Motion for Steam Pumps. 

The accompanying illustration shows a form of valve 
motion recently invented by Mr. Mellen S. Harlow, a 
student at the Stevens Institute, Hoboken, N. J. 

The valve mechanism consists practically of but two mov- 
ing parts, the auxiliary valve being attached to and forming 
part of the piston. The main valve is moved by the plunger 





* Where it is impossible or inexpedient to use a freight receipt 

book, blauks consecutively numbered should be provided; these 

blanks should be —— to the nt to whom sent and a care- 
subsequently. 





ful accounting requi' 
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tion and then rechecked to the next and so on, and the 
urpose of this Association was to improve these matters 

its first meetings. I think we may be pardoned fora littl 

egotism in saying that the great results (or rather the 

present almost perfect system of doing passenger business 

perhaps the cutting of rates also) have come from the actio 

of this Association and from its origin 30 years ago 

‘Probably it has done more to make the General Pas- 
senger Agents, as a fraternity, a power in this line than any 
other one thing. 

‘*The Association has a noble record, but I trust none of 
the members will feel that the duty of the Association is 
done. It is now in its middle lifo and ought not yet to turn 
to the sere and yellow leaf. 

**T hope, therefore, that every member will take such in- 
terest in this Association as will renew its usefulness from 
now out.” 

After which the Convention was called to order, President 
in the chair. 

A call of the roll developed the fact that a quorum was 
present. 

The Executive Committee took favorable action on all 
credentials presented to them. and reported to that effect 
through their chairman, Mr. Wrenn. | 

The next order of business was the making of passenger 
rates. 

The Chair stated that the territorial rate sheets had 
rendered it almost entirely unnecessary for the National 
Association to issue a sheet of rates, and at each meeting 
that order of business had, on proper motion, been passed. 
As there was no present use for that order of business, he 
suggested that it be stricken out, whereupon a motion was 
made and seconded, that the by-laws be so amended,as to 
strike therefrom the second order of business, which is 
the making of passenger rates. Adopted. 

Next order of business was the selection of the next place 
of meeting. New Orleans was chosen. 

Unfinished business was next in order. 

The committee of 15 appointed at last meeting to make 
necessary arrangements for travel to the World’s Exposi- 
tion at New Orleans reported through their Chairman, Mr. 
Wilson, submitting proceedings of meetings held in New 
York, April 22; Cincinnati, May 15; New Orleans, June, 17, 
and Minneapolis, Aug. 23. 

Remarks of a general character on the subjects covered 
by the report were made by Messrs. Wilson, Atmore and 
Boyleston, after which the following was offered : 

‘* Resolved, That the report of the Committee be received 
as information and that the Committee be continued in 
force with the same powers as originally vested in them.” 

This was seconded and adopted. 

The Rate Bureau Committee of 15 had no report, and on 
request of its Chairman, Mr. Atmore, it was discharged. 

Miscellaneous business was next in order. 

The Chair. in a few well chosen remarks, called the atten- 
tion of the Association to the very important matter of the 
changes that are now being made so frequently in so called 
skeleton tickets. after they leave the hands of the agents of 
the issuing roads, by means of newly discovered combina- 
tions of chemicals, samples of which were in his hands. It 
was ordered that a committee of three be appointed to take 
up tbis whole subject in any way they please, to report at 
the next meeting of the Association. 

The Chair appointed as such committee Messrs. Thrall, 
Atmore and Charlton. 

The Secretary presented communications from various or- 
ganizations requesting special reductions in rates. Under 
the rules, they were referred to the General Committee with 
instructions to report at next session. 

The committee appointed by the Western Association to 
report to this Association on some method for protec- 
tion of railroad companies against carrying sample jew- 
elry as baggage or, if carrying it, to relieve them from un- 
due responsibility in the event of loss or damage asked for 
further time, which was granted. ° 

The Secretary of the Exposition Committee, Mr. Waller, 
presented a detailed statement showing the expenses of that 
committee to date to be $128.50. Ordered paid. 

The Chair allowed an informal discussion on the question 
of paying newspapers for railroad advertising with trans- 
ferable transportation. 

A motion was adopted that the whole subject be referred 
to a committee of three to be appointed by the Chair, with 
instructions to prepare a suitable preamble and resolutions, 
and that said committee report at next session. 

Chair appointed as such committee Messrs. Stennett, 
Lowell and Boyleston. 


AFTERNOON SESSION. 


emeeaen called to order at 3 p. m., President in the 
chair. 

The Advertising Committee of three asked that further 
time be given them and that the Committee be increased to 
five. No objections being offered, the Chair appointed Mr. 
Kendrick, and as the Committee had specially requested it, 
bis own name was added. Their report to be the first order 
of business for the session of Sept. 17. 

The Western Association Committee of three, on Sample 
Jewelry Baggage, reported recommending that the roads 
members of the National Association hereby refuse to longer 
transport such trunks as baggage, and that they be ordered 
turned over to the express companies, and further recom- 
mending that the release and contract contained in excess 
baggage books be amended so as to exclude jewelry, sample 
trunks or others containing articles of extraordinary value, 
and that the public be so notified. 

The report was adopted. 

Messrs. J. F. Leavitt, J. Stephenson, H. P. Baldwin, G. K. 
Barnes and A. J. Orme were chosen honorary members. 

The President suggested to the members for consideration 
between now and the next session the general subject of 
Tourist business, and expressed the hope that it might be 
fully discussed. 

The General Committee reported on the communications 
referred toit recommending their reference to the local as- 
sociations. Approved. 

The Committee of three on Skeleton Tickets was instructed 
to report at next session. 

A further report from the em por tay Committee of 15, 
was, by consent, made the special order for to-morrow’s ses- 
sion. 

SECOND DAY. 


Convention called to order at 3 p. m., Sept. 17, President 
Tuttle in the chair. 

An informal discussion on the subject of Skeleton Tickets 
was allowed, after whicb the following was adopted : 

“ Resolved. Thata Committee of three be appointed 
from this Association totake the whole matter in hand, 
especially that part pertaining to the alteration of tickets 
by chemicals, to report at once, after they are able to make 
finding, to the Secretary of the Association, who shall pro- 
mul, ate the result of their labors tothe manager of each 


road. 
The Chair 7 


Cummings a) 
The Committee of 15 at this point reported recommending 
“that a tourist ticket be placed on sule to the New Orleans 


pointed as such Committee Messrs. Tuttle, 
Connor. 

















Exposition via circuitous routes, at the rate of 21¢ cents per 
mile, for the distance traveled. The rate as between any 
two common points in the route of the ticket to be figured 
on the shortest available mileage as between those points. 
It is further resolved that this proposition be submitted to 
all lines participating in New Orleans tourist business; and 
that they be requested to signify to the Secretary of this 
committee, by Oct. 15, their assent thereto. 

“* Likewise stating the variable routes in which they are 
willing to participate at rate herein named. 

‘“* That these tourist tickets be limited to 30 days en route 
to New Orleans, and 30 days from departure from that city 
to destination.” 

On motion duly seconded, the above report was adopted. 


TICKETS IN PAYMENT FOR ADVERTISING. 


_ The Committee of three on the Payment for Advertising 
in Railroad Tickets, reported as follows: 

‘Your Committee to whom was referred the question of 
the use of railroad tickets in payment for advertising space, 
would report, that it has given the matter as thorough an 
investigation as the time would permit, and find it is the 
unanimous opinion of your Committee that the matter is of 
sufficient importance to warrant your Association in acting 
thereon. In discussing and investigating the question at 
issue, your Committee did not discuss or take into considera- 
tion in any way whatever any question or reference to the 
giving of free complimentary annual season, limited or trip 
passes to editors or other persons, as that question has no 
connection whatever with the one at issue, and should not, in 
the opinion of your Committee, be brought under review by 
your Association, as the giving of passes to editors is a 
matter of courtesy, and not of barter or sale; and is under 
the control of the management, and not in any way under 
the control or subject to the general ticket or pas- 
——- agents. The question of giving to or with- 
holding passes from editors is principally or entirely a 
local matter that must be determined by each managing 
officer for his road alone, and has very little, if any con- 
nection whatever with questions of revenue, or the main- 
tenance or demoralization of rates, and hence should not be 
taken under advisement by your Association. Your Com- 
mittee wishes to have it’ fully understood, so that no hearer 
or reader of this report can misunderstand it, that it con- 
siders the pass question, as relating to editors, as entirely 
distinct from the question of paying for the use of advertis- 
ing space with railroad tickets, and that your Committee 
has not passed upon that question in any way, and that as 
far as the giving to editors of free personal, non-transferable 
and non-negotiable passes is concerned, it has not made any 
form of presentment whatever to your Association, and 
has neither intention nor desire to pass upon the question 
pro or con. 

“Tt is believed that the railroad managers who have per- 
mitted and now permit the use of raiiroad tickets for the 
payment of advertising bills have not fully considered the 
practical consequences of the policy, hence we deem it not 
unfit that we should state what in our judgment seems, 
among possibly many others that might be named, potent 
objections against the practice in question. 

“1. It should be borne in mind that all tickets so disposed 
of will be used on the trains of the road issuing them, and 
will thus take the place of other tickets that otherwise 
would be sold for money, at full tariff rates, hence the road 
is really but perhaps indirectly paying a large rate for its 
advertising. If a road’s rates are, say three cents per wile. 
it must estimate that as the real value per mile of the 
tickets it gives for advertising, for it has been demonstrated 
that a large proportion of the so-called advertising tickets 
are used by purely local patrons of the road issuing the 
same, and who would, were it not for these tickets, have to 
pay full local rates. 

“2. Tickets given for advertising, if sold by the publisher 
or by his agents at full tariff rates, will not increase the 
volume of local travel, for. the purchaser of tickets at full 
tariff rates is generally a person who must travel any way, 
and hence is not inspired to travel simply because he can 
buy an advertising ticket. 

“3, Itis believed that the mileage ticket is the worst possible 
form of ticket thatcan be given for advertising, because, 
besides being available between all stations on the line of 
the issuing road, it is made the ready means of defrauding 

the company out of any pay, for many miles that may be 
traveled by the holders of these tickets. 

“4, Owing to the unknown volume of tickets that may 
be on the market, the publisber or advertising agent can not 
know or definitely determine the amount of money he can 
obtain at any future time for the tickets he will receive for 
his advertising space, consequently he must, in making his 
contracts, estimate the value of the tickets at their lowest 
selling value, and the value of his space at its highest selling 
price, hence it is believed that railroads which pay for 
advertising with tickets, generally, if not always, pay much 
more than the real cash value or selling price of the space 
occupied. 

**5, It is the deliberate judgment of your Committee, that 
in the territory where the so-called advertising tickets are 
available for transportation, nothing like established or 
agreed rates can be maintained between competing points, 
as the established rate asa rule very nearly, or quite, con- 
forms to the local rates of the short line, while the advertis- 
ing ticket is always sold at much less than the local rate of 
the issuing road, and thus is an always present weapon 
with which agreed or competitive rates may be cut or 
reduced. 

««6. As soon as the tickets that are given as pay for adver- 
tising pass out of the hands of the issuing road, that road 
loses all control of the rates at which the tickets may be sold, 
and thus really delegates to the publisher or advertising 
agent, or his agents, the power and authority to make the 
rates the public shall pay for transportation in the trains of 
the road that issues the tickets, and also delegates the same 
power or authority over the rates at which tickets to com- 
petitive points must be sold by neighbors, or competitors of 
the road that allows the advertising tickets to be sold, or it 
forces the competing line out of the market for the com- 
petitive business involved, so long as the advertising ticket 
of the rival road is on the market. The road that issues its 
tickets in payment for advertising, thus delegates the rate- 
making authority to possibly entirely irresponsible parties, 
and allows them privileges that it firmly and rightfully 
withholds from its most favored connections, and in addition 
thereto permits its issue of tickets to be carried into the ter- 
ritory of those connections, and there to be used to cut the 
rates that it forces its connections to maintain. 

“That the evil is spreading is too plain, as the roads east 
of Chicago are now embarking in the practice that a few 
months ago had no idea of doing so, owing to the magni- 
tude of the evil, and to the danger of it becoming more 
general. Your Committee would recommend that your 
Association shall adopt the following preamble and resolu- 
tion, with the hope that they may cause the early elimina- 
tion of the objectionable practices. 

wicisy s, All conservative railroad managers endeavor 
to prevent the demoralization of all railroad rates, local as 
well as through; and 

‘+ ¢ Whereas, No rates can be maintained unless the sale of 
all classes of tickets, or other salable warrants for the trans- 
portation of passengers, is confined to the regularly appointed 
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lana duly authorized agents of the railroad companies; 
therefore, any policy that permits the traffic in railroad 
transportation by persons other than railroad agents, should 
in the judgment of this Association be eliminated ; and 
‘“** Whereas, It is found that some railroad companies pay 
for railroad advertising with railroad tickets, and that to | 
dispose of such tickets publishers and advertising agents are | 
forced to sell them and do sell them at largely reduced rates, 
or place them for sale in the hands of unauthorized ticket | 
— who, todispose of them, sell them at rates far below | 
e _ ima » Rie ® 
the ell cane. cep tik om - - Forge tpg mn ge tee | right, and a regular service was forthwith inaugurated. All 
for cutting and disturbing the established through rates;| Went exceedingly well for several months, the cars being 
erefore, | crowded b assengers anxious ‘ 
‘* * Resolved, That it is the sense of this Association that no | 4 merica “ Be ti a oa “a pn Re cota eeg 
railroad company should, in justice to itself, to its connect- | ee ueday, however. the up 
and down Pallman trains chanced for the first time 


ft. ata height of 10 ft. 3 in. from the rails, and the height 
of the crown of the tunnel would be not less than 14 ft. 2 in. 

Mishaps ocvasionally happen, however, in spite of these 
gauges. When Pullman cars were first introduced in Eng- 
land, their unusual width and length gave rise to some 
apprehension that they might strike the sides of some 
tunnels on sharp curves. An empty Pullman car was there- 
fore run through at aslow pace, and was found to clear all 




















ing neighbors or competitors, permit any form of its issue of | 
te | to essay to pass one another in a double-track tunnel 
advertising space in any publication whatever, or allow its 
issue of tickets to become an article of barter or trade, in | and Is of the i . i 
the hands of publishers or advertising agents, or persons | 92% Panels of the inner or off sides of the two trains were 
badly damaged, though no passenger was hurt. An investi- 
issue of tickets to pass into the control of persons who can | gation showed that the contractor who buiit th 
fix the — price of the same without first obtaining the | rire cles apeatorey 
sanction of tbe proper officer of the railroad company that 
ay pany | and though the right distance between the outer rails 
Po a segaee was accepted, —* that the age i in-| and the sides of the tunnel had been preserved, the space 
structed to print a special circular, incorporating this pre-| between the tracks k iminia 5 eae ne 
amble and resolution, and send a copy to each general | oks hed beon diminished 'to'S tt. inviend of 
The Western Association Committee of three on the mat-| English cars had a smaller versed sine on the curve, and 
ter of theatrical contract, stated that they had no recom-| therefore had always passod one another safely, and a Pull- 
mendation to make and were excused from further action. : oat Ps 
man on one track could piss an English carriage on the 
of the World’s Exposition, addressed the Association regard- | 
ing that enterprise. : The tunnel had consequently to be widened throughout, the 
Resolutions of thanks were adopted unanimously. | traffic being meanwhile worked on a single line. 
| 
Loading Gauge. | English Holiday Traffic. 
The annexed engraving represents a form of loading gauge | (Ff all the seaside resorts on the British coasts, Blackpool is 
very generally used on English railroads to determine | essentially the resort of the working classes. Although 
2 ; . : = ; from the toiling masses of Lancashire. Its streets bear 
as bridge-work, a large boiler, +3 disabled car, etc., will safely | unmistakable evidence of its popularity among Lancashire 
pass through the tunnels and bridges onthe line. In the gauge | folk, and the signs of the houses give a fair indication of the 


tickets to be given to any person in payment for the use of | 
on a sharp curve. The result was that the paint 
employed by them, to dispose of the same, or to permit its | 
saved expense by making the tunnel narrower than usual, 
issues the tickets.’ ” 
manager in the United States. the standard 6 ft. The shorter and slightly narrower 
By unanimous consent, Gen. Morehead, Generai Director | eee 
| other, but the limit was reached when two Pullmans met. 
whether cars of unusual size, or conveying a bulky load, such | patronized by the richer classes, it obtains its chief support 
illustrated (which is that used by the North London Rail-' towns whence the visitors are drawn. There is no mistaking 
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LOADING GAUGE. 


way, a belt road used by the freight and passenger trains of | the lads and lasses of Lancashire. They dress like other 


several of the largest roads), no vehicle must exceed 9 ft. 3 
in, in width at a height from the rail level of 10 ft. 3 in. 
These dimensions, of course, vary on different roads. 

The gauge is placed on the outgoing track of a freight 
yard, sothatevery train must pass under it. Should the 
whole train pass under the gauge without touching it, every 
car may reasonably be expected to clear all the tunnels, etc. 
If, on the contrary, a car strikes the gauge, that car is man- 
ifestly unfit to travel, and must be detained. 

A bell is often attached to the gauge, so that the Yard- 
master’s attention is called to the fact that the gauge has 
been struck. The gauge is hung in chains, inclined as 
shown. The chains enable the gauge to swing backward and 
forward parallel with the track, and so prevent its being 
injured when struck. The inclination of the chain prevents 
the gauge being swung sideways by a strong wind. It is of 
course essential that the gauge should be at right angles to 
the rails, and that the centre of the gauge should coincide 
with the centre of the track. The track should be straight, 
or nearly so, for a short distance on either side of the gauge. 

The tunnels, bridges, etc., are built larger than the load- 
ing gauge, the line of minimum structure being kept severai 
inches outside the loading gauge to allow for curves, un- 
equal tamping of ties, superelevation of rails, oscillation of 
cars at high speed, etc. The amount of this allowance 
varies, but generally the tunnels are made to clear any point 
in the gauge by at least 5 in. vertically, and 9 in. horizont- 
ally, In other words, with the loading gauge in question, 
the width of a single-track tunnel would be not less than 11 








people, but their speech betrays them. You may ina few 
yards hear a doz2n dialects, or rather a dozen variations of 
one dialect. Their utter disregard of conventionality is also 
a striking trait in their character. Every train brings 
crowds of them, with huge carpet bags, tin boxes and bundle 
handkerchiefs which they carry to their lodgings. These 
people mean business, and intend to play at least a week, in 
some cases ten days. They shut up house for the time, and 
allow their children to share the pleasures of a holiday. This 
holiday is a cheap as well as a beneficial one. The charge 
for lodgings does not exceed 25 cents a night each person, 
and eight cents a day for the use of a sitting-room in one of 
the innumerable smal! boarding-houses. 

Great at work, the Lancashire artisans are also great at 
play. Besides the thousands of mechanics, there are tens of 
thousands of weavers who make a rule of having at least a 
week’s play once a year, in addition today excursions In 
Lancashire alone, there are 423,000 persons employed in the 
cotton factories. As their work is monotonous, as well as 
unhealthy, they cannot surely be accused of extravagance 
by taking a day or two’s play now and then, and a week’s 
holiday at Blackpool, their favorite resort. Besides, there is 
method in their holiday-making. They neither pinch their 
bodies nor draw upon the future for the means to play : but 
“put by” a certain proportion of their wages for this pur- 
pose. In most cases a committee of the workpeople is formed 
at the mills and workshops, where weekly payments are re- 
ceived toward the tripfund. By arrangement, a special 
train is run by the Lancashire & Yorkshire Railway Co. for 
such parties, who number in each case from 700 to 1,000. 
In order to avoid unnecessary crowding and confusion on 
the day of the trip, the tickets are supplied by the company 
a fortnight beforehand, the tripcommittee being responsible 
for the issue and the payment of those actually used. Asan 
illustration of the systematic way in which the Lancashire 
folk prepare for their holiday, we are assured that at Old 
ham no less than $800,000 was drawn from the banks at th 
last ‘‘ wakes.” 
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In spite of bad trade, the receipts of the railway company 
do not appear to show any falling off for this class of traffic. 
One reason of the extraordinary excursion traffic of Lanca- 
shire is the extraordinary cheapness of traveling. The re- 
turn fare from the whole of the Lancashire districts to Black 
pool is only 60 cents fora day trip. As the distance from 
Manchester is nearly 50 mules, this is about 0.6 cent per 
mile. A train of 800 passengers yields, however, $4.80 
per train mile, an exceedingly handsome return, which 
should make the low fares very profitable. 

Still cheaper is the trip from Leeds to Blackpool, a dis- 
tance of 77 miles and back for 66 cents, or a little over 0.4 
cent per mile. The popular fare in Lancashire is 60 cents, 
and for this sum the Lancashire & Yorkshire Co. conveys 
excursionists to almost all points of interest on their line. 
Every Saturday it issues four-days’ tickets for 96 cents, 
available until Tuesday evening. Passengers holdiug these 
tickets travel by express trains, which cover the distance in 
some cases in an hour and a quarter; in others, an bour and a 
half. One of the features of the excursivn trains is the early 
hour at which they start. It is no unusual thing to land 
passengers at Blackpoo! before six o’clock; but in Whit-week 
a train left Blackburn at 3.30, and shortly after five some of 
the passengers were seen enjoying a dip in the sea. 

The way in which the excursionists are conveyed also calls 
for special mention. Only a few years ago the Lancashire 
& Yorkshire Railway was a byword and reproach, like the 
Chatham & Dover and the Southeastern. But the charge 
of slow traveling can no longer be brought against the Lan- 
eashire & Yorkshire Co. It has now the most comfortable 
carriages, as well as the most powerful engines, of any rail- 
way in the United Kingdom. The change in the habits of 
the working classes is no less noticeable. An advocate of 
temperance would attribute it to the influence of the Blue 
Ribbon movement, while an advocate of education would 
doubtless consider it due to the extension of education. 
Whatever the cause, a marked change is observable in the 
conduct of the trippers.. They are more sober, and conse- 
quently more orderly, and they — comparatively little 
trouble to the railway officials. There is, it is true, still 
room for improvement, but the officials say there is not a 
tithe of the drunkenness now as compared with that of a few 
years ago. 

Some idea of the popularity of the town may be gathered 
from the fact that during last year no less than 955,980 
ordinary passengers and 773,218 excursionists, making a 
total of 1,729,198 visitors, were conveyed to this ‘‘ Brighton 
of the North.” The Lancashire folk emphatically declare 
that there is no place like Blackpool. If they venture to 
change the place of their anuual trip, they always return to 
their first love. The great attraction here is the sea. As 
the town guide-book bas it, ‘* the genuine article is here. It 
is not a sea far away, only dimiy discernible through a tele- 
scope,” as at Southport, ‘‘but one lying close to us.” Even on 
a summer day the tide comes in with a roar, and sometimes 
dashes over the promenade. It is the sea which has made 
the fortunes of Blackpool, which has neither charming 
scenery nor *‘ cloud-capt hills.”—Pall Mall Gazette. 








Master Mechanics’ Association Circulars. 


Circulais of iuquiry bave been issued by committees of 
the Master Mechanics’ Association as below: 
HYDRAULIC BOILER TESTS. 


1. Is the frequent testing of boilers by bydraulic pressure 
desirable? If so, how often should these tests be made ? 
pe a excess over working pressure should be applied, and 
why ? 

2. Do you recommend other tests in connection with hy- 
draulic ? If co, what other tests, and why ? 

3. Do you consider the test of a locomotive boiler at rest 
by bydraulic pressure, conclusive to its safety under all 
conditious of service ? 

4. Please give any information you may have on this 
subject, not called for in the foregoing questions. 

Replies to be sent before April 1, 1885, to H. N. Sprague, 
Pittsburgh, Pa. 

H. N. SPRAGUE, 
W. L. Horrecker, 
D. O. SHAVER, 


SMOKE-STACKS AND SPARK-ARRESTERS. 


The Committee on Smoke-stacks and Spark-arresters re- 
spectfully request replies to the following questions: 

1. What form of smoke-stacks do you use in connection 
with the ordinary smoke arch ? 
results obtained. 

2. Are you using any form of spark-arrester or extension 
rt ase ad ? If so, state how constructed and results ob- 

ained. 

3. What has been your experience with the fire-brick 
arch or other device in the fire-box in connection with the 
—<- front as compared with the ordinary smoke 
arch ? 

The Committee desires to make‘as full and complete a re- 
port as possible, and earnestly requests the members to give 
us, as early as convenient, any information bearing on this 
subject, not confining whee Aon entirely to the questions 
propounded above, but giving any information obtainable 
in addition to that requested, 

Itisalso desiratle gthat {drawings or sketches giving di-- 
— of the various devices b2 furnished with your re 
port. 

Please send replies to W. F. Turreff, General Master Me- 
chanic Cleveland, Columbus, Cincinnati & Indianapolis 
Railway, Cleveland, O. 


{Commitee 


Please give dimensions and 


W. F. TuRREFr, 
GEoRGE B. Ross, 


| Committe. 
W. T. Suira, 








Roadmasters’ Association of America. 





This Association, which was organized in iow in June, 
1883, recently beld its annual convention in Indianapolis. 
The Association numbers in all about 186 members. The 
attendance at the Convention was somewhat limited, many 
members being detained by the exigencies of their duties. 

The President of the Association, Mr. I. Burnett (Chicago, 
Rock Island & Pacific) presided, and Mr. Jobn Sloan (Indi- 
ana, Bloomington & Western) acted as Secretary. The fol- 
lowing old members were present: 

Thomas Adamson (Ohio & Mississippi); I. Burnett (Chi- 
cago, Rock Island & Pacific); P. J. Callahan (Chicago, Mil- 
waukee & St. Paul); J. A. Crippen (Des Moines & Fort 
Dodge); John Doyle (Detroit, Lansing & Northern); F. X. 
Galarneau (Lake Erie & Western); R. R. Houghton (Wa- 
bash, St. Louis & Pacific); C. E. Jones (Chicago, Burlington 
& Quincy); T. J. Kelly (Cincinnati, Indianapolis, St. Louis 
& Chicago); J. H. McDonald (Chicago & Northwestern); J. 
C. MeQuiston (Cincinnati, Indianapolis, St. Louis & Chi- 
cago); J. H. Preston (Chicago, Rock Island & Pacific); 
Thos. Rafferty (Chicago, Milwaukee & St. Paul); W. L. 
Robbins (formerly Evansville & Terre Haute); James 
Sloan (Chicago & Eastern Illinois); R. Steen (Chicago 
mm & St. Paul); and Thos. White (Chicago & 

00). 





The following new members, most of whom were present, 
joined the Association : 

L. E. Atherton (Chicago, Burlington & 
Baker (Indiana, Bloomington & Western); W. Beauprie 
(Chicago, & Western ndiana) ; Geo. Bennett (Union 
Pacific); E. A. Boardman (Unica Pacitic); E. Brown (Union 
Pacific); C. Buhrer (Pittsburgb, Cincinnati & St. Louis); 
P. D. Burke (Canadian Pacific); John Butler (Illinois Cen- 
tral); Geo. R. Campbell (Ohio Central); D. Clennan (Atch- 
ison, Topeka & Santa Fe); D. Coleman (Atchison, Topeka & 
Santa Fe); J. H. Collopy (New York, Chicago & St. Louis) ; 
Frank Cox (Chicago, Rock Island & Pacific); J. W. Craig 
(Charleston & Savannah); John Cummings (Canadian 
Pacific); E. B. Cushing (Galveston, Harrisburg & San An- 
tonio); A. Diddle (Indiana, Bloomington & Western); Jobn 
P. Doon (Louisville, New Albany & Chicago); Thos. Dwyer 
(Milwaukee, Lake Shore & Western); W.Erbey (Chicago, 
Milwaukee & St. Paul); L. Erickson (Pittsburgb, Cincia- 
nati & St. Louis); J. A. Finn (Northern Pacific); P. Fogerty 
(Northern Pacific); M. J. Gri (New York, West Shore & 
Buffalo); James M. Hall (Louisville & Nashville); H. D. 


uincy); R. 


Hanover (Ohio & Mississippi); A. Harley (Atchison, 
Topeka & Santa Fe); H. Lovell (Pennsylvania); 
Patrick Lynch (Indiana, Bloomington Western) ; 


James McBride (Wabash, St. Louis & Pacific); M. Mc- 
Donough (Texas & Pacitic); D. McEntaffer oy heeling & Lake 
Erie); 8. F. Mangan (Northern Pacific) ; F. W. Meads (At- 
lantic & Pacific); Chas. Melville (Wabash, St. Louis & Pa- 
cific); G. W. Merrill (Lake Shore & Michigan Southern); E. 
R. Mills (Southern Central); T. O. Morris (Cincinnati, Indi- 
anapolis, St. uouis & Chicago); P. Nolan (Cincinnati South- 
ern); J. H. Pearson (Louisville, New Albany & Chicago); P. 
Peters (Atchison, Topeka & Santa Fe); E. W. Phelan (Chi- 
cago, Milwaukee & St. Paul); H. W. Reed (Florida West- 
ern); O. Reeves (Chicago & Northwestern) ; James Reilly 
(Chicago & Eastern Illinois); J. V. Robinson (Chicago, Mil- 
waukee & St. Paul); J. A. Rogers (Louisville, New Alban 
& Chicago); James Ryan (Chicago & Eastern Illinois); J. T. 
Salton (Mississippi & Tennessee); F. E. Sawyer (St. Louis, 
Keokuk & Northwestern); G. R. Shaw (Oregon Railway & 
Navigation); M. Shea (Cincinnati, New Orleans & Texas Pa 
cific); John Sloan (Indiana, Bloomington & Western); J. C. 
Smith (Chicago, Rock Island & Pacific); A. Soland (Chicago, 
Burlington & Quincy); J. L. Stimer (Peoria, Decatur & 
Evansville); J. Taubken (Cincinnati, Hamilton & Dayton); 
Geo. Weight (Atchison, Topeka & Santa Fe). 


BALLASTING, 


After the transaction of routine business a discussion took 
place on Ballasting. 

Mr. SLoan : We use 8 to 10 in. of gravel, dressed 2 in. 
above the ties in the centre of the track, and sloped from 
that point to the ends of the ties. Heaving gives trouble 
only in wet places. It is better not to fill to the top of ties 
around the frogs and switches, as beaving from frost is there- 
by avoided. 

Mr. JoNEs : Ballast of good gravel should be at least 10 
inches deep and 214 to 3 inches above the ties in the center, 
sloped so as to leave a clear space under the rail and about 2 
inches of the ends of ties above ground, so as to give good 
drainage. If the gravel is bad, the filling and slope should 
be the same as when dirt is used—the ends of the ties should 
be left free. With cinders the outside should be filled 
heavier than with gravel. Cinders renewed every five years 
make a good track, though the tie seems to rot quicker than 
with gravel. The track around frogs and switches should 
be filled in as smoothly as possible to avoid accidents to train- 
men. 

Mr. DoyLe: I fill with gravel about an inch above the 
ties at the centre and sloped 114 in. to the foot. With 
cinders the fillshould be higher. To keep the ties around 
frogs clean in winter the gravel should be left about an inch 
below the ties. 

Mr. McQuiston : There should be a foot of gravel under 
the ties. Rock ballast should be a foot deep. The bottom 4 
in. should be tolerably large, the remainder not over 2 
in. in size. Fill this to the top of the ties and extend 
about 3 inches beyond the ends of theties. With clay or 
gumbo fill 10 3 in. above the ties at the centre, and 
slope off to get quick drainage. Gravel cost our company 
about 5 cents per yard on the car, and rock 35 cents. A 
combination of rock and gravel, the former being on top, is 
suitable for roads with a large emer sod traffic, as there is 
very little dust. Thorough ditching is most important, and 
ditches need to be constantly gone over to keep them clear. 
Thorough ditcbing will make a Bae roadbed almost any- 
where. Would use rock ballast altogether if the company 
were able to afford it. 

Mr. LOvELL (Pennsylvania): My division is entirely 
ballasted with rock. On the New York Division gravel w: 
however, used to some extent. On other divisions grave 
bad been displaced by broken stone, which was free from 
dust. Stone was not as smooth as gravel, and was dearer, 
but it offset its first cost by its permanency. It cost them 
87 cents a yard on car, and from $1 to $1.050n track. 
Limestone, broken to the size of an egg, and put 6 in. 
under the tie, made the best sort of ballast. A combination 
ballast is unsatisfactory, and gravel will not keep up the 
joints. A trackman patrols a certain distance, and devotes 
a day to the removal of weeds on the track. The most un- 
desirable feature about stone ballast was its expense. Steel 
rails wore out faster on rock ballast than on any other. We 
use suspended broken joints. 

Mr. DoYLeE: Breaking the joint creates an increased oscil- 
lation of the trains. 

Mr. Morris: I prefer gravel to rock, as it gives a much 
better riding track and less wear on the rails. Joliet gravel 
costs on car 8 cents a yard and on track 20 cents. Have used 
rock ballast seven years, and found that gravel presented a 
much better surface. 

Mr. CoLMan: We ditch 10 ft. from the rail on either 
side, and make a ballast slope of 1 in. to the foot. Rock 
broken by hand is preferable to that broken by crusher. It 
cost 76 cents a yard after screening. e put 10in. 
under the tie and veneer with gravel. The depth under tie 
bad b:en reduced to 6 in., which is now their standard, 
but is insufficient, as in wet weather the mud came through 
this depth. Gravel cost 22 centsoncar. Track is filled in 
the center and sloped gradually out. Graval ballast is the 
best. It was more economical to begin with, and even at 
the same price is preferable to stove. With dirt track we 
slope and ditch two inches to the foot fall. Cinders are the 
best material for yards. 

Mr. Mitts: I use no rock ballast; it is ali gravel, with 
locomotive cinders in yards. We have good gravel banks 
on the main line. I prefer gravel torock. Rock is more 
economical in the long run, as it saves weeding expenses. 

Mr. LOVELL: The droppings from the eastern grain 
traffic produce a growth that was hard to keep down. Stone 
ballast was a great aid in this respect. 

Mr. McQuisTon : It costs my company 14 cents a yard to 
load and haul 17 miles; putting it under ties cost 10 cents 
more. . . 

Mr. MELVILLE: Ballast costs 17 cents a yard. I load 
cars weer’ bees and the average expense for complete ser- 
vices is about 27 cents. 

President BURNETT: I have loaded 2,600 cars with gravel 
with a steam shovel, for 25 cents on car. Unloaded by hand 


and put it under ties at an expense of 27}¢ cents, using 10- 
in. sideboard and 30-ft. flat. 

Mr. LOvELL: The difference in wages paid the laborers 
had something to do with the different averages. Tae Penn- 
sylvania paid only $1.10 per day, while in the West the 
prices were $1.25 and $1.50. . 

Mr. ADAMSON: My experience was principally with mud 
and gravel. Very seldom loaded by hand. Ballast costs 6 
to 8 centsa yard. Some rock ballast bad cost 20 cents a 
yard, unbroken. The sectionmen attend to the breaking 
up of it at their leisure. 

Mr. Hovueston: About 60 miles ballasted with stone 
cost, per loaded car, $5, seven yardstoacar. The parties 
selling did the loading and they the haulizg. The stone 
must be broken to go through a %1¢-in. ring in all direc- 
tions. It cost 30 centsa yard to put under, On the first 
80 miles laid the ties were tamped solid, but proved a 
failure. The centre remained solid, while the ends worked 
loose. We now tamp the ends solid, and only tuck it in in 
the centre. We fill the track level to the top of tieclear 
through and 6 inches beyond. 

Mr. CoLmMAN : Broken ties are the result of too solid tamp- 
ing. 

Nir. Hovueuton : We widen the embankment seven inches 
from rail, and prefer rock for ballast. When the track is 
frozen in winter the wear on rail is not as great as with 
gravel, and the least number of rail breakages result from 
its use. The stone does not freeze so solid and does not 
heave. Charcoal cinders make a very good ballast. 

Mr. LovELL : Cinders are much used in Western Penn- 
sylvania, but disintegrate into powder. 

Mr. MELVILLE. Fifteen miles of the main line of the Wa- 
bash has been laid with cinders for four years, and has never 
been repaired. 

Mr. Jonn Stoan: Tracks which lay east and west were 
more subjected to heaving than those which were laid north 
and south. 

Mr. Jones: For economy in ballasts, replacing of track, 
iring of road, etc., gravel was the best to work with. 

r. DOYLE: Forty miles of track ballasted with sand is 
the best piece of track on our road. Itis run out 1 ft. ou 
each side of tie. It benaves well in wet weather. No heaving 
whatever was noticed. The ties wear out in five years, which 
was about three years sooner than with gravel. The life of 
a.crosstie of oak was about seven or eight years, hemlock 
five or six years. Cedar lasts lopger than any, 

The discussion on this subject then closed. 

(TO BE CONTINUED.) 
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The following is the constitution adopted at the first con- 
vention of the American Train Dispatchers’ Association, 
held in Louisville, Ky., Aug. 20-22 last : 

PREAMBLE. 


Whereas, The movement of trains by telegraph has come 
to be a very important factor in the successful and 
economical operation of railroads, desiring most heartily to 
secure uniform, less complicated, and therefore less bazar- 
dous system, to promo‘e a thorough discussion of subjects 
of general interest and for the purpose of effecting a unity 
of fraternal and social intercourse among the Train Dis- 
patchers of the United States, Canada and Mexico, and 
elevating them to a higher social, moral and intellectual 
standing. 

Therefore, for the advancement of the objects above named, 
we hereby form ourselves into an association, and tor its 
government adopt the following constitution : 


ARTICLE I. 


This organization shall be known as the American Trair 
Dispatchers’ Association. 

ARTICLE II. 

Sec. 1. The officers of this Association shall consist of a 
President, Vice-President, Secretary and Treasurer (the two 
latter offices may be filled by one person) ; and an Execu- 
tive Committee, consisting of seven members. 

Sec. 2. The President, Vice-President and Secretary 
shall be ex officio members of all committees. 

Sec. 3. The officers of this Association shall be elected by 
ballot atthe regular annual meetings, and shall serve one 
year, or until their successors are elected and qualified. 


ARTICLE II. 


Sec. 1. It shall be the duty of the President to preside at 
all meetings of the Association, preserve order, sign all 
orders for money appropriated, and see that the laws of the 
Association are enforced. 

Sec. 2. The Vice-President, in the absence of the Presi- 
dent, shall have the same puwer as the President and must 
preside over the meetings of this Association. In the absence 
of the President and Vice-President, a President pro tem 
will be elected. 

Sec. 3. It shall be the duty of the Secretary to collect all 
moneys due the Association and pay the same to the 
Treasurer, to keep minutes of all the proceedings of the 
Association and of the Executive Committee, and record the 
same in books provided for that purpose, to conduct the 
correspondence and keep copies thereof and to perform such 
other duties as are customary for such an officer. 

Sec. 4. The Treasurer shall have charge of all funds 
belonging to the Association and shall disburse the same 
under the direction of the proper authority. He shall 
render an account to the Association at each annual 
meeting. 

Sec. 5. The Executive Committee shall have a general 
supervision of all affairs of the Association, and shall ex- 
amine the accounts, see that the business of the Association 
is properly conducted, shall have _— to remove any offi- 
cer for malfeasance of office and fill any vacancy that may 


occur. 
ARTICLE IV. 
Sec. 1. Any active member of the Association in good 
standing shall be eligible for office at the option of the As- 
sociation. 


Sec. 2. The Secretary aud Treasurer shall, before entering 
upon the duties of their office, give a goud and sufficient 
bond of not less than $2,500, with surety satisfactory to the 
Executive Committee. ; 
Sec, 3. The Secretary shall receive a salary of $600 per 
annum. 
Sec. 4. The Treasurer shall receive a salary of one dollar 
per annum. 

ARTICLE V. ; 

Sec. 1. Membership in this Association shall consist of two 
classes, active and honorary. A 

Sec. 2. Active membership may be acquired by any per- 
son of good moral character and standing who shall have 
had one year’s experience as a Train Dispatcher. 

Sec. 3. Honorary membership may be conferred on any 
railroad officer or others by a majority of the votes of the 
members present at any regular meeting. Such member- 
ship does not entitle the person to a vote or any voice in the 





proceedings of the Association, except by the unanimous 
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consent of the members present, nor require the payment 
of any fees or dues. 
ARTICLE VI. 


Sec. 1. Application for active membersbip in this Associa- 
tion shall be indorsed by three of its members who shall 
certify that they personally know the nominee and that he 
is worthy of acceptance. ‘he application shall state appli- 
cant’s age and term of his professional career, and shall be 
indorsed by one or more members of the Executive Commit- 
tee. 

Sec. 2. Applicants for membership in the Association 
may be elected at any regular meeting by ballot. Three or 
more ballots cast in the negative shall exclude. 

ARTICLE VII. 


On thus being elected the candidate must subscribe to the 
Constitution and By-Laws and pay to the Secretary of the 
Association the amount of entrance fee. When this is done, 
a certificate of membership signed by the Secretary and ap- 
proved by the President of the Association will be issued. 
Otherwise at the expiration of 60 days from notification of 
election, such election shall be considered void. The mem- 
ber:hip of any person shall begin on the day after election. 

ARTICLE VIII. 


The membership fee of this Association shall be the sum of 
$3, this amount to be paid by charter members on or before 
Nov. 1, 1884, and the annual dues $2. 

ARTICLE IX. 

Sec. 1. Any member in arrears for dues more than 60 
days shali not be allowed to vote until such dues are paid, 
unless by unanimous consent of members present at any 
regular meeting of the Association. 

Sec. 2. Any membar of the Association who shall refuse 
to pay any dues to the Association for the term of 60 days 
after due notice is issued, shall cease to be a member. 

ARTICLE X. 

The permanent place for the transaction of the business of 
the Association shall b2 the city of Louisville, Ky., or such 
place as may be designated at any regular meeting. 

ARTICLE XI. 


The annual meeting of the Association shall be at such a 
time and place as may be decided upon by ballot at the pre- 
vious annual meeting. Fifty members shall constitute a 
quorum for the transaction of business. 

ARTICLE XII. 

Upon the written request of three or more members, for 
causes set forth, a member of the Association may be ex- 
pelled. The Executive Committee shall consider the mat- 
ter, and if the charges are sustained, shall bring it before 
the next regular meeting of the Association, after having 
first notitied the accused of the charges against him and 
upon what day the complaint will be presented. If no satis- 
factory defense is made, and the charges are deemed sufii- 
cient, the member may be expelled by a two-third vote of 
the members present, vote being taken by ballot. 

ARTICLE XIII. 

Proposed amendments or additions in this Constitution 
must be submitted to the Secretary in writing, signed by 
not less than three members, at least 90 days preceding the 
next annual meeting and sent by him to each member of the 
Association not less than 30 days prior to the next annual 
meeting, at which they shall be discussed. An affirmative 
vote of two-thirds of the members present shall be necessary 
for adoption. 








THE SCRAP HEAP. 


Free Passes to Judges. 


Governor Jobn L. Barstow, of Vermont, in his retiring 
message, recommended that the salaries of the judges of the 
Supreme Court, which are now bu: $2,500 a year, be in- 
creased $400, that an allowance be made for their traveling 
expenses and that they be prohibited from accepting free 
passes. There was a remarkable libel suit tried in one of 
the counties of that state week before last. An editor had 
accused Chief Justice Royce of accepting favors from lead- 
ing litigants. There was another accusation, but 
it is not pertinent to this question. Three rail- 
road mansgers testified that they bad given him 
and other judges free passes for themselves and 
families for years. Twoof these managers admitted that 
they and their roads had, during this time, been litigants 
before the Chief Justice. One of them had taken him 8,000 
miles in his private car, and had also given him and bis fam- 
ily a ride to Quebec and return, to see the manager and pis 
family sail for Europe. But these ‘* courtesies ” were justi- 
fied by custom, tbough the President of the Central Vermont 
went further, and said he had extended them “to make 
some return to the —— for the franchise granted 
to the railroad.” Whether or not this was a sincere 
reason may be judged from the fact that the cor- 
poration in question has always resisted taxation 
of the property by state or municipalities until, under a 
very recent statute, resistance has become useless. One of 
the other managers gave an explanation which railroad men 
will consider as coming a little nearer the truth—that is, 
that it was ‘‘ the policy of the road to pass prominent men, 
because it helped to advertise the line.” Here was an admis- 
sion that some sort of favor in return was expected. The 
conversion of judges into advertising agents may not be 
fully relished by them, but probably most of them, in 
Vermont or any other state, would prefer this to 
the alternative reason, which is the natural one, 
that railroad favors are given for judicial favors granted 
or expected. In the case referred to the jury found 
the editor guilty, which compels the conclusion 
that they were led to believe that passes are not favors. 
The recommendation of the retiring Governor, how- 
ever, and its indorsement by the leading papers of the 
state, and the early introduction of a bill in the Legislature 
to prevent such “courtesies” indicate that all knowledge of 
buman nature has not departed from Vermont, and that 
there is a possibility that the custom will be “more honored 
in the breach than in the observance.” These observations 
will apply to many other states, but there are some, like 
Massachusetts, we are happy to say, where the judges have 
not for some time felt willing to subject their ermine to the 
insidious approach of defilement or to the suspicion of it 
on the part of the world.—Boston Advertiser. 


The Tip Nuisance. 


The officials round an English railway station are very 
obliging to the inquiring traveler, but expect a small gratuity 
varying from 5 to 60 cents for any assistance or informa- 
tion. This practice gives rise to the following skit in the 
Railway and Tramway Express: 

“A stranger in London recently found himself on the 
platform of the Great Northern Railway at King’s Cross 
Station, and being a passenger en voute to the north, was 
for a while puzzled to kuow the meaning of the letters ‘ G. 
N. R.,’ so plainly visible on the caps of the busy throng of 
pe guards, etc., moving about him. Presently he but- 
tonholed a robust ticket collector, and straightway put 
the question to him—‘ What does G. N. R. mean? ‘Gra- 


THE RAILROAD GAZETTE. 


reply. : In course of time our friend found himself in some- 
what similar circumstances at Newcastle-on-Tyne Station, 
but here the magic letters had undergone a slight change. 


ventured the query. Thereply was ‘ Nothing ever refused, 
sir.’ Not in any way daunted with his previous rather ex- 
pensive experience (be had accompanied each query with a 
small douceur), our bold inquirer again was to the fore on 
the platform at Edinburgh, as zealous as ever to know the 
weaning of ‘N. B. R” (North British Railway), now so 
generally seen. This time our friend hit on-a noble speci- 
men of the raw Scot for his purpose, and straightway got 
his change. Witha look of sagacity only known in those 
parts, and the smallest tirge of a Gaelic accent, Sandy 
promptly rolled out ‘ Nae bawbees refused, sirr !’” 


Passes on the Camden & Amboy. 


If the old officers and directors of the Camden & Amboy 
Railroad could return to this world they would be very 
much astonished to read such a paragraph as the following, 
which recently appeared in a Cleveland paper: ‘It was 
about as difficult 20 years ago to get a pass over the Camden 
& Amboy Railroad between New York and Philadelphia as 
for a camel to go through the eye of a needle.” How much 
effect intervening years have had in obscuring the actual 
facts of the situation at that time may be illustrated by re- 
lating the following story which was current upon the road: 
The board of directors passed a resolution providing that the 
ticket agents should issue trip passes for every journey toall 
holders of annual passes. After this regulation had been en- 
forced for a year, the tickets were directed to be audited 
aud counted. The story goes that the count was made in 
the following manner: The pile of tickets which had ac- 
cumulated during the year and had been carefully preserved 
were counted into a bushel basket, and after one basket had 
been filled the rest were counted by the basketful. The 
writer remembers very well that at the time no one doubted 
the truth of the story. There was an economy of labor in 
this method of auditing, which, however, could hardly com- 
mend itself to the auditing department of the present day.— 
Official Guide. 


On the Train. 


**Conductor,” said a Chicago man on_ board an Illinois 
Central train, in a loud voice, *‘ are you sure we haven’t 
passed St. Louis yet ?”’ 

‘* Yes, we are twenty miles this side yet.” 

a This train stops there, doesn’t it ?” 

Tee 


“ Well, don’t fail to let me know when we get there.” 
Then he settled himself back again in his seat, and smiled 
when a St. Louis citizen bent across the aisle and asked him 
: any new buildings had been put up in Chicago since the 
re. 


The Lost Tunnel. 


Among rare and curious volumes in a library extensive 
enough to belong even to Alderman Tommy Sheils is an 
ancient pamphlet written in Sixth ward English of the Nine- 
teenth Century and entitled ‘‘The Great Bore.” Itdescribes 
a tunnel proposed to be built under the Hudson River be- 
tween New York and Hoboken. As years have passed since 
anybody has heard of it, a Herald reporter was sent to find 
it. Embarking ona ferryboat as long as a bowling alley, 
with a roof on one side and none on the other, the reporter, 
wind and tide permitting, found himself in Hoboken in due 
course of time. Corpulent citizens seemed to be engaged in 
the foreground in pinning Hoboken down by driving forty 
foot piles into the earth. 

‘‘Have you seen a tunnel anywhere around here?” asked 
the reporter. 

The boss was not looking and the workmen took advantage 
of the opportunity to pause in their toil. ‘“‘W’at kin’ uver 
tunnel?” returned one of them. ‘Dere’s plenty uv tunnels,” 
waving his hand toward the range of hills beyond, ‘‘an’ you 
kin take yer ch’ice.” 

“This tunnel was last seen under the river,” explained the 
reporter. 

“Oh! dat’s over dere,” the workman replied. Then the 
boss turned around, and the men suddenly began work again 
with increased vigor. The reporter went over there, across 
a great many railroad tracks, till he came to the bank of the 
noble Morris & Essex Canal, on the placid bosom of which 
the actual American navy ficated proudly. Across the 
canal and between mountains of coal, a collection of sheds, 
with a grocery store in one corner and a house on top. A 
man stood in front watching. 

“Ts there a tunnel about here?” asked the reporter. 

‘“‘Right over there,” replied the man, as if he believed it ; 
“Pm the watchman.” 

In the direction indicated stood a ring of boiler iron 15 ft. 
high and 6 ft. broad, with a brick arch inside. 

‘‘A nice tunnel,” remarked the reporter patronizingly. 
‘Do you have to watch it pretty close ?” 

“That ain’t the tunnel, that’s a model of it,” returned the 
watchman. ‘‘It’sin here.” He led the way to a window in 
one of the sheds and pointed to a circular: opening in the 
ground, with water up to five feet of the edge. That wasall, 
except a good deal of old ironin the shape of machinery. 
The reporter looked at the watchman indignantly. 

“That looks like a tunnel, don’t it?” he said. ‘Don’t you 
suppose I’ve ever been anywhere or seen anything ?” 

**Tt’s only the shaft,” explained the watchman. ‘The 
tunnel is full of water. It’s in good condition, though. One 
side is 1,600 ft. long, and the other 1,000.” There was 
not a sign of tunnel anywhere. The reporter expressed sur- 
prise at the man’s moderation, and asked why he didn’t 
make it longer. ‘It’s there,” the watchman protested. 
“ Why, only a year ago we pumped it out. It took more 
than a week. We did it to show the tunnel to some capi- 
talists who thought of putting money into it—but they 
didn’t.” 

** That sounds wore likely,” said the reporter. A circular 
stairway wound around the shaft down into the water. At 
the entrance was the sign, ‘‘ No Admittance.” ‘‘ What’s that 
for ?” asked the reporter. 

‘“‘That means you can’t go down there,” returned the 
watchman. 

‘* Who wants to ?” said the reporter scornfully. 

‘“*Well, you couldn’t go down them stairs if you wanted 
to,” replied the watchman doggedly. 

‘*T don’t want to,” remarked the reporter. 

** Well, you can’t go down anyhow,” retorted the watch- 
man hotly. The conversation had reached this interesting 
point when somebody asked if that wasareporter. The 
new comer was a plump young woman with flashing blue 
eyes and yellow hair. She held her right band behind her 
back. ‘“‘A reporter,” she continued, ‘‘said in the Herald 
| that [ was an Irish woman. Now, I was born here, and I 
| want to see that reporter. Are you he?” she added with 
| sparkling eyes. 

The reporter thought it would be unpleasant to be sat upon 
by a Hoboken Coroner, and promptly answered in the nega- 
tive. The American woman then hung her husband’s club 
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tuities never refused, sir,’ was the prompt and pointed 


The men were now ornamented with the letters ‘N. E. R.’ 
(Northeastern Railway), and again our inquisitive traveler | safety. Whether he really found the tunnel or not is an- 





up behind the dooragain. The reporter thought it prudent 
to leave. 
| ‘*Why don’t they finish the tunnel ?” he asked. 
‘““Why don’t you buy a whole suit of clothes at once ?” re- 
torted the watchman, moodily. The reporter got away in 


| other question.—New York Herald. 
| A Restless Mortal. 


| The Port Jervis (N. Y.) Evening Gazette prints the follow- 
ing: ‘‘ A New Yorker has distinguished himself by choosing 
| to take up bis abode on a fast railroad train. He is a regu- 
| lar traveler on the limited express between New York and 
| Chicago. He has an income of $80,000 a year, and is too 
restless to stay in a hotel. He isentirely able and willing to 
| bear the expense of $25 a day that it costs him tolive ona 
| Pullman car for the sake of the soothing effect of iraveling 
| at the rate of 60 miles an hour.” 
| There 1sno accounting for taste, as both men and monkeys 
| have observed on many memorable occasions, but we must 
| say personally that we beg to suggest to the man troubled 
with a restlessness that can only be soothed by the roar and 
rattle of the “limited,” that he need not pay extra fare 
every day, and be pointed out to every passenger as a novel 
species of crank that deserved a half-and-half mixture of 
contempt and commiseration. No, he should strive to com- 
bine the proper amount of rattling, banging and surging 
and swaying with the dignified ease of a parlor-car conduc- 
tor, Possibly the ultimate ambition of the coachman may 
be higher, but in the ever living present the conductor is an 
autocrat, who yields only to the hotel clerk. 


Some Talk About Baggage. 


“Why isit thatso many more trunks are smashed on 
railroads in the United States than in any other country ?’ 
asked a reporter of a baggage-master as the latter was try- 
ing to explain toan irate passenger, who was gazing suctully 
at the ragged condition of his trunk. 

“It’s partly on account of quick transfers,” he said, ‘but 
chiefly the fault lies with the owner of the trunk. It is true 
we sometimes handle baggage roughly, but have to do so in 
order to make all connections. Sometimes we have only a 
few minutes to transfer a large amount of baggage from a 
through express train to half a dozen others.” 

‘Well, but that ought not to wreck a trunk unless you fire 
it down several feet or jump on it,” put in the irate passen 
ger, looking daggers at the baggage master. 

‘*Oh, you give usarest,” replied the man of baggage. 
‘*Half the trunks are not fastened properly, and very often 
the hinges are loose and will give way entirely at the slight- 
est jar. Thew the locks and catches are usualiy made of cast- 
iron and break off easily. But the greatest fault with peo- 
ple is that they pack their trunks too full. This is especially 
the case with ladies. This morning one of them opened her 
trunk here to put in a package, and it tcok four men, two 
sitting on the trunk and two to force the lid down, to lock 
it. Again, the trunks are often very poorly made. Zinc- 
covered trunks are the worst. Sole-leather trunks are the 
best, as they are pliable and not likely to give way if 
roughly handled.” 

** Did you ever see anything curious among the contents 
of a broken trunk ?” 

“Yes. It would surprise you to know of the things that 
travelers will insist on piling into their trunks. The other 
day an insufferable odor pervaded the inbound baggage 
room. An investigation showed that it came from a trunk 
which had been lying in the room for several days. It was 
broken open, and the odor was found to come from eggs 
which had been broken. It was a woman’s trunk, and she 
had been on a visit to the country.” 

** Don’t they ever make a fuss when you break open their 
trunks ?” 

‘*They usually kick up a row, but we are used to that; 
but they hardly ever sue for damages.” 

‘*Didn’t you ever discover anything more curious than 
eggs?” 

** Lots of things. Last week the baggage room smelled 
like a wholesale liquor store. A trunk from Wheelivg was 
the cause, and on being broken open two kegs of whisky 
were revealed, the bung of one of which had come out, 
allowing the whisky to run.” 

** Anything else ?” 

‘I’m coming to the best of all, if you only give me time. 
Men going on a hunting excursion will carry powder and 
cartridges in their trunks. Last winter we were uvloading 
a car of baggage from the West, anda number of cartridges 
fellout. A moment afterward a package fellon them and 
they exploded. At the sametime a stick fell from the top 
of the baggage car. and hit one of the baggagers on the 
bead. He yelled ‘I’m shot,’ and would not believe other- 
wise until we showed him where the bullet had lodged in the 
top of the car.” 

** American trunks, as arule, are the poorest and most 
easily wrecked, I suppose ?” 

‘*That’s where you’re wrong. The American trunks are 
the strongest and best that we handle. The poorest are 
those of immigrants, who will insist on having a buge pad- 
lock attached, which catches against everything, and causes 
these foreigners to have more broken baggage than any 
other class of travelers.” 

= ous you ever know of a baggager to smash his own 
trunk——” 

But here an express train arrived and the conversation 
came to an end.—Rochester (N. Y.) Post-Esapress. 


The Porter. 


A young Kansas school teacher, traveling east, sent the 
porter of the sleeping car out for a cup of tea, and when he 
returned she was dead. It is not known what killed her, but, 
judging from the usual length of time it takes the porter to 
do such errands, she probably died of old age. 








ANNUAL REPORTS. 





The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette: 


Page, 
Ala., N. O., Tex. & Pac. Junc.551 
Allegheny Valley... EE 
Atchison, Top. & Santa Fe. .64, 3 
Atlanta & West Point...... 
Baltimore & Potomac..... 4 
Boston, Concord & Montreal. .411 
Burlington, Cedar Rap. & No..619 
Camden & Atlantic............. 195 
Canadian Pacific ... 
Carolina Central 
Central Pacific 337, 602 
harlotte, Col. & Augusta......232 


Mississippi & Tennessee........ ‘ 
Missouri, Kansas & Texas.....337 
Missouri Pacific. . 26, 32 

Mobile & Girard. oc ae 
Mobile & Vhio... 
Montpelier & Wejls River 
Morris & Essex 5: 
Nashville, Chatta. & St. L. . ..72 
New Haven & Northampton 1 
YN. Y , Chicago & St. Louis. 
. ¥. & Greenwood Lake.. 










A'4 














N oon 
Cc N. Y., Lake Erie & Western....231 
vic ndnbekssesssenncns 410 WN. Y. & Long Branch........... 535 
Cl N. Y., N. Haven & Hartford.... 27 
Cl N. Y., Ontario & Western...... 106 
Cc lton J N. Y., Pennsylvania & Ohio....139 
Chi.,Burlington & Quince 31 N. Y., Susquehanna & West....147 
Chi. & Eastern Illinois.........588 Norfolk & Western..........+++» 260 
Chi., Milwaukee & St. Paul..87,241 Northern Central....... .. .... 165 
Chi. & Northwestern........... 58% Northern (New Hampshire)... 411 
Chi., Rock Island & Pac...445,511 Northern Pacific.... ........... 698 
Chi., St. Louis & Pittsburgh. ..293 Oudenacars &L. Champlain. .566 
Chi, St. Paul, Minn. & Omaha..375 Pacific Mail S.S. Co.... ....... 667 
Chi. & West Michigan ......... CES PORES. 2 ec ccccccccccccecs svsed 667 
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Cin., Hamilton & Dayton...... 535 
Cin. & Muskingum Valley 
Cin., New Orleans & Tex. Pa. .164 
Cin., Wash. & Baltimore....46, 445 
Cleveland. Col., Cin. & Ind..... 278 























Cleve., Lorain & Wheeling 5lz Pp 
Cleveland & Marietta........... 7 hiladelp! 
Cleveland & Pittsburgh......... 46 Pittsburg 
Columbia & Greenville.......... 87 ttsburg 





i 

Columbus, Hocking Vy. & Tol.202 
CRMs kss wh neas Sas anpianed 392 
Connecticut River...... 
Consolidation Coal Co. 
Cumberland Valley........... . a 
Dela. & Hud. Canal Co....140, 258 
Delaware, Lacka. & Western. .165 
Del , Lack. & W. Leased Lines..535 
Denver & io Grande...... .. 
Detroit, Gd. Haven & Mil...... 551 
Detroit, Lansing & Northern . 567 
Eastern R. Association..... 351 
a ea & Big Sandy. .875 














Watert. & 
DT ssstatehnnshoas eens seen 
St. L., Alton & Terre Haute... .635 
St. L, Iron Mountain & So. «+837 


h 241 
Rome, ensburg.427 
R 567 












1 --147 
Georgia Railroad ........ .635 St Paul, Minn. +2428 
Grand Rapids & Indiana........667 Sandy River.......... ey 
| ree 358 Savannah, Florida & Western.336 
Han Junce., Han. & Gettysb’g..427 Seaboard & Roanoke ... 393 
Hartford & Conn. Western... ..165 
Housatonic 
Houston & Texas Central.......241 
Huntingdon & Broad Top Mt..107 
illinois Central............. 164, 202 
Indiana, Bloom. & West.......519 
International & Gt. Northern.337 
Kansas City, Ft. Scott & Gulf..519 
Kentucky Central.............. 279 
Knox & Lincoln 
























Lake Shore & Mich. Southern. .358 

Lehigh Coal and Navigation Co.147 ey 
aS 47,139 Wabash, St. L. 

> OO eee .-410 Warren... .......... 

Little Rock & Fort Smith . 463 Western Maryland. ‘ 
Louisville, Evans. & St. L......512 West Jersey.................. 87, 651 
Louisville & Nashville .... ....602 West Va. Central & Pittsburgh. 46 
Marquette. Houghton & Ont...893 Wheeling & e Erife......... 728 
Memphis & Charleston......... 727 Wilmington, Col. & Augusta.... 8 
Mexican Central - 279 Wilmington & Weldon.. 9 
Michigan Central 359 Wisconsin Central 








Milwaukee, Lake Sh. & West. 279 York & Peachbottom.. 








Louisville & Nashville. 
The statements given below are from advance sheets of the 
report of this company for the year ending June 30. The 
mileage owned, worked and controlled at the close of the last 
and the preceding fiscal year was as follows: 





1884 1883. 
1. Owned absolutely or through the ownership of 
the Ontire CODA! BLOGE...06 5.05. ciescncincosceccavd 1,616 1,616 
2: Cees Wee WOOD. 2s nc s 2 ssssnsenccus ceces 260 260 
3. Operated for account of South & North Ala- 
Wi snk 606. 000.tassidapeeuarceden Seredcharas 1 189 
cf ee ee ee ee 2,065 2,065 


4 Linesin which the Louisville & Nashville is in- 
terested as owner of a majority of stock of the 
company operating the same, outside of its own 


i, SS Oe ee tedceed 65 ys 855 856 
5. Lines in which the Louisville & Nashville Co. is 
interested as joint lessee with the Central Rail- 
road Co. of Georgia—Georgia Kailroad and de- 

pendencies........ a: _. cet aR Ga ogee coaieiiac aipinate het akan 679 614 

nS Ee Oe, Skee ee 3,599 3,535 


The statements in the report are for the 2,065 miles 
worked directly, separate reports being made for the con- 
trolled lines and the Georgia Railroad. 

The capital account at the close of the last and the pre- 
ceding fiscal year was as follows: 


Liabilities: 
























1883. 1884. 

asi ph asst gence deere eee 30,000,000 0,000,000 
TON sores ba cciccna sacs sasecetwexs . 57,903,230 57,530,712 
Louisville City bonds ...............- 850,000 50,000 
RE eee 567,400 529.800 
SR OID, ov oscccs csiaccisstes wuds 526,558 3,599,266 
Interest.... 445,359 475,759 
NE igh cs kcncassacatin 36,094 34,933 
All other dues and accounts 1.130,936 1,236,152 
PRONG ENS Ss ssasdce athsegcbease 2,762,984 067,565 

Total liabilities........ th ai sete Shad $94,222,561 $96,324,187 

assets: 
Road, equipment, ete... . .......... 7 ,3&5,426 $67,776,064 
Timber and quarry lands..... ........ 715,773 688,024 
| ae a ee eres 18,565,852 6,904,853 
I ico snscconcascas nadens 1,940, 4,050,673 
Stock and bonds held in trust ........ 9,527,878 9,527,878 
Bills and accounts received..... 2,611,330 1,922,803 
Materials, fuel, etc..... os & 833.112 762.273 
Cash on hand............ hs 242,929 297,316 
South & North Alabama R.R.. 1,454,904 1,565,968 
Nashville & Decatur Railroad 573,044 599,478 
GURST FORGE. 656.0 00:02005 eacin 921,699 1,172,928 
1), C2, See ROCONNE 055-5. caseecss  cosngs naee 1,005,929 
Miscellaneous 50,006 40,000 

NR < .ncannecadoentcee $94,222,561 $96,324,187 


The item of stocks owned includes the $5,000,000 Louis- 
ville & Nashville stock authorized, but never issued. The 
C. C. Baldwin account is an open account, the company 
claiming that Mr. Baldwin, its former President, is indebted 
to it in the amount given; this will probably be reduced by 
sale of property transferred by Mr. Baldwin to the com- 
pany. 

san in the funded debt are shown in the following 
table: 

The mortgage debt, as per last report, was........... 

Bonds issued during the year: 

General mortgage 6 per cent. bonds, to take the place 


4 eee second-mortgage bonds paid Nov. 1, 


$57,903,230 


2,000,000 
$59,903,230 


Fo a Oe en es es ee 

Less bonds redeemed during the year: 
Memphis, Clarksville & Louisviile sterling 

DON Bigs fad ds vpewbeetnsaD tebecesne 
Car-trust certificates paid. .....  ......... 2 
Car-trust certificates unissued (canceled).. 
OCaniions, 2... O..& Aa: Bpiscsss 26s0c ssce00> 
Second-mortgage 7 per cent. bonds........ 
2,372,518 

Outstanding June 30, 1884.................-2seeeeee $57,530,712 

This shows a net decrease of $372,518 in the funded debt 
during the year. 

The stock remains unchanged, $25,000,000 issued and 
listed, and $5,000,000 unlisted and held in the company’s 
treasury. 

The floating debt at the close of the year was as follows: 








NE RPS Tere ete rr $3,599,267 
June supply bills and pay-rolls............-....-ssee eens 757,776 
Sundry open accounts ....... aii ah nee cen pigs Cait 513,309 
Interest due July 1 and Aug. 1, 1884........ ........... 475.7 
Sinking Gands past Gue.....) 2. esis.  scccvecescscress 235,000 
DOR a We Les lai iccs Seeks sei Rapist ened ,581,111 
Less cash on hand and balancesdue from agents.... .. 827,233 
Net floating debt, June 30. .........-.e-eecee eee $4,753,878 


Besides the $5,000,000 treasury stock, the company has 
on hand a large amount of its own securities and other stocks 
aud bonds at present lodged as collateral for its loans or in 
its treasury, amounting in all to the par value of $6,706,741. 

The stockholders have approved the issue of the $5,000,- 
000 treasury stock and also of $5,000,000 new bonds for the 
purpose of finding this floating debt. 





The traffic reported for the year is as follows : 


7883-84. 1882-83. Inc. or Dee. Pc. 
Passenger-miles....171,357,260 129,272,559 I. 42,084,701 52.6 
Ton-miles........... 744 964,380 664,139,416 I. 80,824,964 12.2 


Average rate; 
Per passenger-mile. 2.340 cts. 10.! 
Per ton-mile........ 1.239 * 6.3 

The decrease in rates has been continuous for several 
years past. More detailed statements of traffic will not be 
received until the full report is published. 

The earnings for the year were as follows: 


2610 cts. D. 0.270 ct. 
1.323“ D. 0.084 * 











23 1883-84. 1882-83. Increase. P.c. 
Freight.... . $9,233,671 $8,786,574 $447,097 51 
PRRSRR. sc 55) «050 4,013,495 3,379.178 634,217 18.8 
Mails, rents, etc...... 1,104,027 1,069, 164 34,863 3.3 

i sae ctnane, some $14,351,093 $13.234,916 $1,116,177 84 
MOMOES. 5.0 0ccc0ceees 8,823,782 8.099,595 724,187 8.9 
Net earnings........ $5,527,311 $5,135,321 391,990 7.6 
Gross earn. per nile.. 6,950 D1: 437 67 
Net 8) Sid ° 2,677 2,527 150 59 
Per cent. of exps.... 61.48 61.20 0.28 e 


This shows a very considerable increase in gross earnings 
with an increase in expenses, due to greater traffic chiefly, 
leaving still a large gain in net earnings. 

The izcome account for the year is as follows : 

Net earnings from traffic.... 
Realized from investments 








Interest and rentals... ..........2.0-ee0eee $4,363,356 
PD svche subheatstes cuacoce eensdabts enced 309.453 
Loss on Georgia lease.............0+00200+% 11,000 
—_- 4,683,809 
Surplus for the year.............ssee00 seeseeeee oe $1,116,336 


This surplus was apparently equivalent to 4.46 per cent. 
upon the outstanding stock, but was not used for the pay- 
ment of dividends, being applied to other purposes (most of 
them necessary payments) as shown below. 

Against the balance shown above the following payments 
bave been made during the year: 


NOW CONSECUCHON 0.0000.00006 cocccccsesccccccccceccs cose $367,264 
Car-trust bonds, due and paid........ D eananeskc ase 268,000 
Sinking fund payments....... 2.26. cee cece eee sens ce eeees 95,119 
Advances, Pensacola & Atlantic.... ..... ....$156,012 
“4 South & North Alabama........ . 111,064 
« Birmingham Mineral R. R........ ... 99,870 
“ Owensboro & Nashville.............. 29,016 
" other leased and controlled lines.... 63,543 
-——— 459,505 
Datahs.se cccaccoes ee Pe rere. 


It will be seen that thesa payments exceeded by $73,552 
the surplus income for the year. The advances shown 
above are all to be refunded to the company in some form. 

The estimated requirements of the company for 1884- 
85 areas follows. 

Bebevent SOA PCM, ...000.02008. 0. sececcecces c0sseeece 
Interest on floating debt, to be provided for by new.... 


DU chaos. Gent binsng hasakecaseanernscatennhe® 300.000 
PR CNN oo ss 0952885 cxactcsccsbbess+o0s 3300057 ous 471,971 
Car trust PAYMENIS.......... cece cece erence ceeeeceeeeee: 305,01 
Georgia lease, estimated same as last year....-...... 13,000 
Pensacola & Atlantic interest....... 2. ce... eee cence eee 180,000 

ees ccabhane ” Sahssadiber sent adeatngneed eek $6,129,094 
Less interest on bonds in trust mortgage.... $517,980 
Less rentals and interest receivable......... 253,600 inn 
—— (ay 





Balance to be provided from net earnings........ $5,357,514 

The Pensacola & Atlantic interest is an advance to that 
company, to be repaid from future surplus earnings. 

The President’s report says: ‘During the year the balance 
of the company’s stock (which had been listed at the New 
York Stock Exchange as stated in the lust annual report) 
was sold at an average price of $44.56 per share, producing 
$1,113,948. The 43,600 shares sold in 1882-83 realized, as 
then reported, $2,575,000. The total proceeds of the entire 
68,600 shares sold during the two years amounted to 
$3,688,948, an average of $53.77 pershare. * * * 

“During the year 165 miles of steel rails were put in the 
track in place of iron, and charged to operating expenses. 
On June 30, 1884, there were in the track: Steel rails, 1,441 
miles; iron rails, 642; total, 2,065 miles. Of these 2,065 
miles of road, 1,757 miles are main lines, of which 1,435 
miles are laid in steel, and 322 miles are still laid in iron. * * 

‘* Work on the Henderson Bridge is being pressed with 
energy, and it is believed that this important structure will 
be completed and opened for traffic on, or very soon after, 
Jan. 1 next. 

“The next result of the operations of the Nashville, Chat- 
tanooga & St. Louis road (controlled) is eyuivalent to about 
5 per cent. on the capital stock for 1883-84, against 4 per 
cent. for 1882-83, over and above all charges and improve- 
ments. 

**The Owensboro & Nashville road is now in operation 
from Owensboro to Adairville, Ky., 84 miles, the extension 
of 40 miles having been completed in January of this year. 
lt is believed that the net earnings will hereafter be suffi- 
cient to pay interest and sinking funds, and that a valuable 
traffic will be interchanged with the lines operated by the 
company. 

“ During the year the Nashville & Florence road has been 
extended 16 miles, and 20 miles additional are under con- 
struction. Its length when completed from Columbia, on 
the Nashville & Decatur Division, to Loretto, Tenn., will be 
56 miles. It is expected to be completed by Oct. 1, 1884, 
and to. be thereafter self-supporting. 

‘During the year the Birmingham Mineral Co. has con- 
structed 10.47 miles of main line and 3.03 miles of side- 
track, connecting the South & North Alabama Railroad, 
pear Birmingham, with the ore mines of several furnace 
companies located at Birmingham, and giving a connection 
with the furnace of the Woodward Iron Co., Wheeling, Ala. 
It was completed in July of this year, and has already 
brought to the company’s lines a large amount of traffic not 
heretofore accessible. 

“The third year of the lease of the Georgia Railroad (in 
which this road is jointly interested with the Central Rail- 
road Co. of Georgia) shows a net loss of $21,999, of which 
this company’s share is $11,000. The loss is made up by 
$7,772, deficiency of earnings to meet the rental of $600,000, 
and $14,277 paid for construction and similar purposes.” 

PENSACOLA & ATLANTIC, 


The Louisville & Nashville Co. controls this road and 

arantees its bonds. The road (161 miles) was opened for 
Cotnen in April, 1883. For the year ending March 31, 
1884, its operations were as follows : 





Earnings ($1,175 per mile).... .......0. 0.2 ccce cence eens $189,098 
Expenses (86.67 per cent.)... . 2... 22.25 cee e eens eee eee 16's,796 

Net earnings ($157 per mile)..... ....... ....-.. ... $25,302 
Land sales, less EXPeNS?S........ 2... cc cece e cee eeeecen eee 50,089 


Ce ee ee Pe ee em 391 


i ED ei nntnscpdcscnnanneacsaaes «520 $180,000 

Paid for new consiruction.... ........ -..65.... 90.186 
‘ -——-— 270,186 
Deficit for the year............cceeeceeeecee ceeeeee $194,795 





With reference to the land grant of this company its re- 
portsays: ‘The company still lacks deeds for 2,010,146 
acres of the 3,800,618 acres of land due under the grants of 
its charter. Two companies claim priority and take the 
pesition that this company should wait until they complete 
their lines before acquiring the lands due it. It is certain 
that neither of these companies will build all the mileage 
authorized under its charter ; and if their claim to priority 
1s good, there is land enough for this company, which comes 
next, but the delay is serious, If their claim to priority 
can be set aside, this company comes first. Our attorneys 
are satisfied with the facts in the issue and that we will in 
time secure a valuable domain. It is only a question of time.” 





Chicago & Eastern Illinois. 


This company owns a line from Dolton, Ill., to Danville, 
107.5 miles, witb branches from Danville to Sidell’s Grove, 
22 miles; Cissna Park, Lll., to Wellington, 18 miles, and 
Covington, Ind., to Coal Creek, 10.5 miles. It leases the 
Evansville, Terre Haute & Chicago road, Danville to Terre 
Haute, Ind., 55 miles, and the Indiana Block Coal road, 
Terre Haute Junction to Brazil, Ind., 14 miles It also 
leases the use of the Chicago & Western Indiana road from 
Dolton to Chicago, 17 miles, and of the Indiana, Blooming- 
ton & Western road from Danville to Covington, Ind., 18 
miles. This makes a total of 153 miles owned and 252 miles 
worked. The report is for the year ending June 20, the 
following figures being from advance sheets furnished by 
the company. 

The equipment consists of 56 locomotives; 18 passenger, 
2 chair, 3 mail and 8 baggage cars; 835 box, 93 stock, 20 
flat, 2,806 coal and 26 caboose cars; 1 pay car, | derrick, 1 
pile-driver, 2 bridge and 2 tool cars and 1 snow-plow. In- 
creases during the year were 125 box and 333 coal cars. 

The genera! account, condensed, is as follows: 

Stock 


ee Yee ee ee ee eee er ee ae $3,600.000.00 
NS inti. ait chaecoaseaktabe wt! seek cure .000.000.00 
Bills payable for equipment purchases. 220,550.75 
ws 4 GE. kb. 6h0 260. acmidinten dd tktawakah 493,600.56 
Current account and balances........ .. .........- 256,122.82 
Income account, balance..........cc..c0.ssecseeceee 904,002.12 
ME Heckshadhawdan wrbdas cer sbaneadkolaticekeee bs $10,874,276.25 
Road and equipment.................. $8,723,121.78 
Bonds and other securities... .. ... . 1,859,468.02 
Materials and fuel.... ........  ...... 78,502 70 
Accounts and balances................ 168 345.89 
Eck scctenvecbebecsavetestahecxere 44,837.86 
— —-— 10.874,276.25 


The securities owned include $1,500,000 of the company’s 
consolidated bonds, $231,193 income bonds of the company 
and $128,275.46 in sundry other securities. The funded debt 
consists of $3,000,000 first-mortgage bonds, $250,000 first- 
mortgage extension bonds, $250,000 Danville & Grape 
Creek bonds, $1,000,000 income bonds and $1,500,000 con- 
solidated bonds. The last-named bonds all remained in the 
treasury, as shown by the account. The total issue of con- 
solidated bonds authorized is $6,000.000, of which $4,500,- 


8 | 000 are reserved by the terms of the mortgage to exchange 


for the prior issues. 
The traffic for the year was as follows : 


Train miles : 








1882-83. Inc. or Dee. P.c. 
rs 480.084 441.119 I. 38965 8.8 
Ec <n  phiénnde a2 oo 718,7 802,698 D. 86,918 10.9 
Service and switching 393,823 540,052 D. 156,229 28.4 
as iwesks staid 1,589,687 1,793 869 D. at 11.4 
Freight car miles .... 15,911,079 19,236,708 D. 3,425,629 17.3 
Passengers carried.... 846 478,572 I. 240.274 50.2 
Passenger-miles .. ... 12,790,354 11,590,551 I. 1,199,803 10.3 
Tons freight carried.. 1,174,943 1,295,560 D. 120,617 9.3 
Ton-miles.. ... ...... 145,110,749 164,202,063 D. 19,091,314 11.6 
Av. train load: 
Passengers, No ....... 27 261. 1 3.8 
Freight, tons..... .... 204 205 D. 1 0.5 
Av. rate: 
Per pass. mile. .... .. 2.23 cts. 2.43cts.D. 0.20 8.2 
Perton mile.......... 0.80 “* 0.85 “ D. 0.05" 59 


Locomotive service cost 14.26 cents per mile run, a de- 
crease of 0.14 cent from the previous year. Of the freight 
car mileage loaded cars furnished 63.1 per cent. The aver- 
age passenger journey was 17.6 miles, and the average 
freight haul 123.5 miles, against 24.2 and 126.7 miles for 
the preceding year. It will be noted that the greater part 
of the traffic must be carried at very low rates. Notwith- 
standing the large proportion of empty car mileage, the 
average freight-train load is very large, few roads reporting 
so large a tonnage per train mile. 

The earnings for the year were as follows : 





1883-84. 1882-83. Inc. or Dec. P.c. 
eS $1,165,553 $1,394,580 D. $229,027 16.4 
Passengers bisa aie 284.668 281,847 I. 2,821 1.0 
Mail and express.... 45.183 38,471 I. 6,712 17.3 
Miscellaneous.... .... 64,917 44,234 I. 20,683 46.8 
Total...... ... ..... $1,560,321 $1,759,132 D. $198,811 11.3 
Expenses............. 847,190 952,261 D,. 105,071 11.0 
Net earnings...... $723.131 $806,871 D. $93,740 11.6 
Gross earn. per mile. 6,192 6.891 D. 789 11.3 
Net <4 = - 2,830 3,202 D. 372 11.6 
Per cent. of exps..... 54.29 54.13 L 16 


Of the freight earnings coal furnished 41.4 per cent., other 
local freight 31.7, and through freight 26.9 per cent. Of 
the passenger earnings local business formed 73.8 and 
throngh travel 26.2 per cent. 

The result of the year wus as follows: 


Net earnings, 2S ADOVE. 2. ...... ce eceeeeenee sone ...-$713,130,68 
TeterSst CR DODGE ... ccc. cocccccccccesece $263,781 
RE Re aeons sore +. 188,750 00 
ET ns sinh -ppespetsber 20s e0nberetedncnss 50 71 81 
Interest, discount, etc........ 2.0... e cee e ee 21, 
pa 523,989.94 
Surplus for the vear........ 222 ceccseceesccesecesess $189,140.74 
Surplus, July 1. 1883... .......--0- eee eeee $732,328.90 
Chi. & Western Ind. Co. surplus rental re- 
BOAR. cnscnccccsesrcecccrscwessen eeseencnge 27,064.48 
WOO 6 sine 0.089056 scedsese é Jb coding s <nbbucee $759,393.38 
Less rebates paid Grape Creek Coal Co., enneene 
PPCM saci ciodeccs’ wadey 0d spebes sees 
wegen i —-——— 714,861.38 
Tota! surplus, June 30, U884...........6. cee cece ee $904,002.12 


The surplus for the year was equivalent to 6.3 per cent. on 
the stock. The rentals paid included $86,500 to the Chicago 
& Western Indiana ; $93,500 to the Evansville and Terre 
Haute; $5,750 to the Indiana, Bloomington & Western, and 
$3,000 to the Evansville and Terre Haute for use of tracks 
at Terre Haute. 

Payments for construction during the year included 
$24,207 for new sidings and other improvements. Pay- 
ments on account of new equipment amounted to $335,263, 
making a total of $359,470 for additions to property. 

The debt on account of equipment includes $64,741 on the 
old Adams contracts; $344,000 car trust certificates, 1884- 
1887, and $219,591 on account of recent purchase of 140 
box and 760 coal cars; a total of $628,333, all payable 
within the next four years. 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 

Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to itsimprovement.  Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE GRAIN MOVEMENT. 


The grain receipts of the Northwestern markets— 
St. Louis, Peoria, Chicago, Milwaukee, Duluth, To- 
ledo and Cleveland—for the month of September, were 
nearly a seventh more than in August, and very much 
more than in any previous month of this year, and 
they also compare very well with most previous Sep- 
tembers. For the four weeks ending Sept. 27, the re- 
ceipts (grain of all kinds, but not flour) have been, for 
12 years, in bushels: 

-——-Northwestern.-—— | -———Northwestern.—. 

Year. Receipts. Shipments. | Year. Receipts. Shipments. 
ee 54 18,104,248 | 1879.... 28,111,070 21,901,960 
1874.... 16,071,917 11,900,845 | 1880.... 30,228,261 22,375,757 
1875 ... 16,151,704 4,689,567 | 1881.... 25,590,871 19,251,535 
3... 18,330,941 13,165,355 | 1882... 23,282,841 18,589,998 
1877.. 24,761,403 19,629,023 | 1883 35,475,623 28,068,607 
1878... 26,029,023 21,756,636 | 1884.... 32,410,927 22,625,576 

The receipts of the Northwestern markets for the 
month were thus larger this year than in any previous 
except last year, but were nearly 9 per cent. less than 
last year. The shipments of these markets were also 
larger than in any other year but last year, but they 
were 19 per cent. less than last year. This year re- 
ceipts were stimulated by the corner in corn at Chicago, 
and shipments somewhat by the very low rail rate in 
the last two weeks of the month. Last year, however, 
though rail rates did not fall as low as this year in 
September, they were low a longer time, and actually 
the rail shipments were much the larger then. 

The receipts exceeded the shipments of these mar- 
kets this year more than in any previous year, the ex- 
cess of receipts having been 9,800,000 bushels this 
year, against 7,400,000 last year, 4,700,000 in 1882, 
6,300,000 in 1881, 7,850,000 in 1880, 6,200,000 in 1879, 
and smaller amounts in previous years. Aside from any 
differences in the stocks held in store for future ship- 
ment, the Western markets consume more and more 
grain themselves, so that a smaller proportion can be 
spared for shipment, and actually stocks were lower 
than usual at the end of September. 

The receipts of grain at Atlantic ports in Sep- 
tember were a little larger than in August or July, 
but they compare very unfavorably with those of 
previous years. For 12 years they have been : 





Year. Bushels. | Year. Bushels. 
Se rivcdcancsastaxte 15,990,260 | 1879............. .... 28,964, 
Fo, RE: 12,345,657 | SE oxy aleacicne Gaeta 25,411,425 
Bn EEE R OPEL ee 13,343,926 | L88L.... . 2.2.22... 21,307,783 
FOF Ss ientde divs bees 13,646,561 | DS Gils Wows Rohons date 18,396,255 
, eee: — en 22,690,590 
be eee ee ee 26,90] 530 | 188t............ «» 17,255,990 


Thus the receipts this year were 234 per cent. less 
than last year, and were the smallest since 1876. The 
decrease from the receipts of 1878, 1879 and 1880 is 
very great—from 32 to 40 per cent. The decrease since 
1881 has been chiefly in corn; the wheat receipts this 
year were somewhat larger than in 1881 or last year 
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and the fiour receipts a great deal larger than in any 
other year. " 

September is notable for the unusually large propor- 
tion of the total Atlantic receipts that came to New 
York, 60.1 per cent., while for the eight months pre 
vious it had had 46.6 per cent. Its gain was at the 
expense, chiefly, of Baltimore, Montreal and New 
Orleans. 

For the nine months ending with September the re- 
ceipts of flour and grain at the Northwestern markets 
and the receipts at the Atlantic ports have been, in 
bushels, for the past 11 years: 


Movement of Grain and Flour for the Nine Months ending with 
September, ‘for 11 years. 





7 Northwestern Northwestern Atlantic 
Year. receipts. shipments. receipts. 
os SARE 158,039426 124,204,966 147,937,744 
1875........124,030,144 126,943,331 132,679,232 
1876........ 153,756,427 128,340,237 155,289,782 
1877... 134,650,840 114,970,917 130,723,589 
1878 190,343,452 153,519,730 215,321,2:6 
1879 176,608,253 249,501,856 
1880 234,343, 7: 208,583,209 263,276 763 
1881.. 224,016,556 191,451.188 228,759,304 
1882.. ....180,076,480 150,808,791 149,825,813 
1883........223,584,734 191,329,011 186,231,875 
1884........210,751,146 192,663,027 155,007,190 


It is very important to include the flour, for the man- 
ufacture and movement of it have increased much 
more rapidly than that of wheat or other grain. 

We see above that the receipts of the Northwestern 
markets for the month this year were about 6 per cent. 
less than last year, 16} per cent. more than in 1882, 6 
per cent. less than in 1881, and 10 per cent. less than in 
1880, but more than in any earlier year. They were 
just about equal to the average of the past seven 
years, and cannot be called small. 

The shipments of these markets for the nine 
months were larger this year than in any other ex- 
cept 1880, but were nearly the same as last year and 
in 1881. They were 28 per cent. more than in the very 
unfavorable year 1882. The difference between the 
receipts and the shipments of the Northwestern mar- 
kets for the nine months was less this year than in 
any other since 1875 except 1880. 

The Atlantic receipts this year present a very 
strong contrast to the Northwestern receipts 
and shipments, having been, with the exception 
of 1882, following great crop failures, the 
smallest since 1877, and less even than in 
1876. They are 17 per cent. less than last year, 32 per 
cent. less than in 1881, and 41 per cent. less than in 
1880, when they were largest. Since the bad year 
1882 Northwestern receipts have increased 30,675,000 
bushels, Northwestern shipments 41,854,000, but At- 
lantic receipts only 5,181,009. Since 1880, the year of 
the greatest grain traffic, there has been a decrease of 
23,592,000 bushels in the Northwestern receipts, a de- 
crease Of 15,920,000 in the Northwestern shipments, 
and a decrease of no less than 108,270,000 in the Atlan- 
tic receipts. 

Thus while the movement to and from the North- 
western markets has be2n large this year, the move- 
ment to the Atlantic ports has been exceptionally light. 
The following may explain the great difference. In the 
seven years ending with 1880 the Atlantic receipts were 
always more than the Northwestern shipments—from 
5,700,000 to 72,000,000 bushels more; and in the three 
years ending with 1880—years of great crops and exports 
—the Northwestern shipments averaged 63 millions 
more than the Atlantic receipts. Of course, the whole 
of the exports count among the Atlantic receipts, and 
the great decrease in them lessens the receipts. But this 
does not show what has become of the large North- 
western shipments. The domestic consumption cannot 
have increased enough to make up for the decrease in 
exports. Probably the explanation is that the extensive 
territory, chiefly in the Ohio Valley, whose shipments 
do not go by way of any reporting Northwestern 
market, has made much smaller shipments during the 
last three years than previously. They have in this 
time had one good wheat crop to market, but no good 
corn crop, and they raise much more corn than wheat. 
Meantime the area under cultivation west of the 


Mississippi has been increasing, and in some 
of the states there crops have been’ good, 
while east of the Mississippi they have been 


bad. Now the shipments from the country west of 
the Mississippi for the most part pass through some 
Northwestern market, and therefore are reported, 
while a much smaller part of the shipments from places 
east of the Mississippi go by way of a reporting mar- 


840| ket. Thus, the figures in these tables probably do not 


adequately indicate the total crop movement, 
the non-reported shipments from interior points 
west of the Mississippi having decreased very 
largely since 1881. This has increased the 
demand on the Northwestern markets from 
interior Eastern points, which has reduced the amount 
that could gothrough to Atlantic ports. As the in- 
terior consumption is approximately constant, grow- 





ing with the population, but not very largely decreas- 
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ing with small crops and high prices, the course of the 


Atlantic receipts perhaps is the best indication of the 
amount of variation (but not therate of variation) from 
year to year. Not the rate, because the interior con- 
sumption, which is enormous in amount, is approxi- 
mately constant, or increases, and does not decrease. 
So, when the total grain movement eastward, reported 
and unreported, may have been 400 million bushels, of 
which 200 millions went to the seaboard, a decline of 
50 millions would be but 124 per cent. of the total 
movement, but would probably fall wholly on the At- 
lantic ports, and would be 25 per cent. of their re- 
ceipts. 

The good crop of winter wheat in the Ohio Valley 
this year has for alittle time tended to decrease the 
excess of Northwestern shipments, but when the new 
corn comes forward it may be as great as ever if not 
greater, for the chief increase in this and the whole 
large increase in spring wheat production comes from 
west of the Mississippi. 

On the whole this is favorable to the carriers, be- 
cause the further west the grain grows, the greater 
the total amount of transportation will be. If Ohio, 
Indiana and Illionois had 553 million bushels of corn 
this year, as in 1879, and Iowa, Missouri, Kansas and 
Nebraska 649 millions, as in the same year, there 
would be less ton-miles of corn transportation then 
there is likely to be this year, when the four states 
west of the Mississippi probably have 790 millions 
of bushels, and the three east of it but 605 millions, 
These figures are based on the condition reported Sept. 1. 
There has doubtless been an improvement since, and 
the improvement has probably increased the produc- 
tion more west and east of the Missouri, because there 
is more corn there to improve. Now if we compare 
these figures with the last year’s production, we find 
an increase of 185 millions in the four states west of 
the Missouri, and one of but 59 millions in the three 
states east of the Missouri, Thus there isa long haul 


on most of the corn before it reaches Chi- 
cago. But though the railroads from Chicago 
and St. Louis to the East get a_ part 


of this grain to carry as well as the roads further west, 
it is of not nearly so much benefit to them as if it were 
produced along their own lines in Illinois, Indiana 
and Ohio. In the first place, a very large part of it 
will never go near them, but go east by lake and canal; 
and in the next place, for what they do carry they 
will have to accept low through rates instead of profit- 
able local rates. The indications are that so far as 
railroads are concerned the chief benefit of this year’s 
large corn and wheat crops will be reaped by the rail- 
roads which carry to Chicago or other lake ports, 
which next spring and summer ought to be having a 
larger grain traffic than ever before. 


NEW POINTS IN NEW YORK RAILROAD LAW. 





The volumes, just published, of recent decisions of 
the Court of Appeals and the acts of the last Legisla-° 
ture at Albany, contain several] novel points of practi- 
cal interest. One of the decisions turned upon a ques- 
tion of some difficulty under the circumstances: 
whether an employé carried free on the company’s 
train to his place of work rides with the rights of a 
passenger. It is familiar law that passengers are en- 
titled to the highest possible care for their safety, 
while persons in the employment of the road take all 
the risks incident to their respective employments. 
Hence, in the every-day case of a man employed in 
construction, and allowed to ride on the trains to and 
fro between his home and his place of work, the lia- 
bility of the company for his safety is greatly enhanced 
if he can claim to be regarded as a passenger. Inthe 
recent New York case the injured man seems to have 
lived in Rochester, but was employed in the company’s - 
tin shop at Buffalo. The company was accustomed 
to run what was called a ‘‘ shop car” between 
the two cities, for the convenience of the 
workmen employed in its shops chiefly; though 
other persons paying fares were allowed to ride in it 
when they desired. The workmen did not pay fares, 
When the injured man applied for employment he 
asked whether he could go with the rest of the men, 
and was told he would be passed with the others in 
the ‘shop car.” And during his term of service he was 
allowed to ride in the shop car, free of charge, and he 
was so riding when the collision occurred in which he 
was killed. Upon account of this feature of the con- 
tract of employment, the Court decided that he was 
not entitled to the rights of a passenger, but took the 
risks of travel upon himself. The essence of the con- 
tract was that he should work in the tin shop for the 
company, and that the company should pay him the 
fixed wages and carry him back and forth. The 
company received no reward for the transportation, 





but carried the man because the company’s interes 
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wins that he should be at the shop during his 
working hours. He rode as employé, not as passenger. 

The rule is familiar that the company is liable for 

injury to an employé when it is attributable to defec- 
tive apparatus, but not when it is due to the negli- 
gence of a fellow-servant. In one of the recent New 
York cases the injury was attributable in part to both 
these causes. The man killed was a brakeman on a 
freight train. Immediately previous to the disaster 
he was riding in a caboose which was at the rear of 
the train; but seeing that a swifter train was coming 
up behind, and that a collision was impending, he 
stepped from the caboose upon the platform of the 
car next before it. At that moment the second train 
struck the caboose in the rear, forcing it against the 
car on which he stood with such violence that the body 
of that car went up upon the caboose platform, and the 
man was crushed to death between the ends of the 
two cars. The procf on the trial showed that the 
buffers with which each car was equipped were 
wholly unsuited to each other, being at such different 
elevations that they overlapped, and so were useless to 
hinder the cars from telescoping. The judge who 
tried the cause considered that the death of the brake- 
man was due to the negligence of those in charge of 
the rear and colliding train; and that the case was there. 
fore one of injury to an employé by fault of his fellow 
employés; and he refused to entertain the suit. But 
the Court of Appeals said that although the misman- 
agement of the rear train was the cause of the 
collision, yet it was the defect in the buffers which 
was the piime cause of the man being killed. The 
companies are bound, towards employés, to furnish 
well-constructed, safe apparatus, and where their 
omission of this duty contributes to an injury to an 
employé they must respond in damages. 

In another case a man killed while traveling by cars 
was a mail avent, riding in charge of the mail. He 
did not pay fare, but rode in virtue of a pass which 
contained the following stipulation : ‘‘The person ac- 
cepling this pass assumes all risk of accident, and 
expressly agrees that the company shall not be liable 
under any circumstances, whether of negligence by 
their agents or otherwise, for injury to the person, 
etc.” The compensation to the company for carrying 
him was included in its general payment from the 
government for transportation of the mail. The ques- 
tion whether mail agents thus carried are deprived of 
all right of action against the companies has been 
differently decided, we believe, in previous instances. 


In this case the Court of Appeals takes a 
somewhat novel view. The opinion cites the 
provisions of the acts of Congress authorizing 


the Post-Office Department to make contracts for 
carrying the mails; and points out that they do not 
confer any authority for a negotiation between the 
Department and the companies impairing the right of 
the mail agents. Some consent from the mail agent 
himself is needful to a stipulation depriving him of his 
right to sue. His accepting the pass, so the opinion of 
the Court says, is not such a consent. The ordinary 
rule that accepting a ticket containing a restriction on 
liability binds the passenger does not apply to these 
mail agents’ passes ; for the agents are carried by vir- 
tue of a general contract with the Post Office Depart- 
ment, and the contract and the postal laws regulate 
the liability. The pass is a mere voucher, issued for 
the company’s convenience, and for the information 
of the conductor, etc., of the train. 

We call attention also to the provisions of the New 
York act for the better protection of life and property 
upon the railroads of the state, to promote the safer 
and better management of steam railroads, which may 
now be seen in official form, as Chapter 489 of the 
laws of the year. Itregulates anew, and under pecu- 
niary penalties, the construction and renewal of 
switches, and of bridges which cross the roads low 
enough to endanger employes, authorizes the courts to 
order the employment of fiagmen at dangerous high- 
way crossings, and requires (under penalty) that trains 
shall come to a full stop on reaching any intersection 
of railroads. It imposes penalties on baggage smash- 
ing, and for neglect to provide each closed car with 
axe, sledge-hammer, crow bar and hand-saw. 

This law further forbids that, after July 1, 1886, 
couplers shall be placed on freight cars unless they 
can be used automatically, without necessity of hav- 
ing a person to guide the link, lift the pin by hand, or 
go between the ends of the cars ; and forbids that after 
May 31, 1886, any passenger car shall be used “‘ to 
which an automatic air brake, or other form of safety 
power brake applied from the locomotive, shall not be 
attached.” These prohibitions may be valid in appli- 
cation to cars whose trips are wholly within the state; 
we doubt that they can be constitutionally enforced 
against trains which communicate between New York 
and other states. If New York may prescribe a par- 


ticular form of equipment for cars, Connecticut and 
New Jersey may do so ; and the equipments prescribed 
by the various states may be materially different ; 
with the consequence that a through train must be 
stopped at each state boundary line, and its brakes, 
couplers and other apparatus changed to conform to 
the law of the state which itis entering. Railroad 
traffic could not be carried on under such principles. 
The traffic is ‘‘commerce among the states,” and is 
entitled, under the national constitution, to enjoy 
uniform regulation by Congress, so far as trains pass- 
ing from state to state are concerned. 








September Earnings. 


We have reports of September earnings this week 
from 19 railroads, including the most important in the 
Northwest that report, but few important railroads 
elsewhere. The aggregate mileage and earnings and 
average earnings per mile of the 19 roads were : 


884. -, Inc. or ee. P.c. 
a a 1,664 7.7 
Marniogs... ........ “$11, 497, ‘oi $11, e 3i9 — $263,548 2.2 
Earnings per mile. . 495 _ 50 9.2 


The decrease in earnings per mile i is large, but not 
as great as in some previous months. 

All four of the railroads northwest of St. Paul have 
reported, and all have an increase in total earnings, 
while all had a decrease in August. None had any in- 
crease in earnings per mile, however, though the St. 
Paul & Duluth had no decrease. This was a month of 
heavy wheat movement for these roads. Their ag- 
gregate mileage and earnings were : 

1884. =. Inc. or Dee. P.c¢ 
6,859 781 + 1,078 187 
$2,836, 1s $2,5991395 + $336,787 9.1 
Earn. per mile 450 — 36 =—«8B.0 

In August they had a vibe of 4.8 per cent. in 
total earnings, and of 25.7 per cent. in earnings per 
mile, so that there is a great improvement since then. 
And their aggregate gain was larger than in any 
other month since May. The gain of the Northern 
Pacific was but 3} per cent., however. The earnings 
of this road had been decreasing continually from 
month to month since April, but the gain in Septem- 
ber over August was more than 20 per cent. The 
road was open through fora part of September, and 
hereafter the comparison will be with the same mileage 
as last year. 

The Manitoba’s increase over August shows the effect 
of the movement of the crop much more than the 
Northern Pacific, it being no less than 44 per cent. It 
had showed a decrease compared with the previous year 
in every month since April, 1883, except last February. 
The earnings were not quite so large last September, 
however, as in the corresponding month of 1882. All 
these roads usually have their largest earnings in Octo- 
ber. September is the beginning of their crop year 
and that they begin it so well is encouraging. 

The gains and losses of each of these roads in each 
of the last four months have been : 


RRS 


June. uly. Aug. Sept. 
Canadian Pac.... — $32,000 +. $12,000 — $6,000 + $138,000 
Northern Pac..... 266,128 -+- 176,266 — 26,728 + 41.851 
St. P. & Duluth... — 951 — 21,251 — 16,579 + £11631 
St. P.,M.&Man.. — 81,505 — 10,755 — 65,192 + 25,304 


The significance of the figures in the case of the two 
Pacific roads is greatly modified by changes in their 
increase in mileage from monthtomonth. The others 
did decidedly better in September than in any other 
month. 

The principal roads northwest of Chicago have re- 
ported. Generally they show a decrease compared 
with last year which is a little smaller than their de- 
crease in August. Thus the Milwaukee & St. Paul 
lost 1.4 per cent. in August and 0.9 in September, the 
Chicago & Northwestern 16.8 in August and 13.6 in 
September; the St. Paul & Omaha 6.1 in August and 
0.8 in September; but the Chicago & Alton lost but 3.1 
per cent. in August and 6.1 in September. The Mil- 
waukee & St. Paul and the St. Paul & Omaha must 
have suffered much in traffic during these months from 
the fioods in the Chippewa Valley. 

The gains and losses of these and some other rail- 
roads in each of the last four months, as compared 
with last year, have been : 


June July. August. Sept. 
C., M: & 8t..P...... —$104,180 +8t 20% 715 —$25,208 —$19,684 
5 ee 270,190 — 198,33 Ll —403,789 —334,283 
C., St. b., M. & O + 19,680 + 16,9€7 — 30:1 19 -— 4,5 
Cen. Iowa.......... 8,409 — 4,650 — 511 + 33,339 
Chic. * Alton.... — 3,545 — 6,884 — 27,437 — 52,38 
Mil., » &W. 200 + 1335 + 6870 — 5,491 + 6.288 


ac the Milwaukee & St. Paul the comparison is 
somewhat more favorable in September than in any 
of the other three months except July, but much less 
favorable than then. 

For the Nerthwestern it is worse than in any other 
month but August, and so with the St. Paul & Omaha. 
The Central Iowa has a very large gain to show, 
without increase in mileage, but in August a large 
part of its road had been but just opened. 

The Chicago & Alton had a larger decrease in Sep- 





tember than in any other month since May, 1881. But 


until last June it had had some increase in earnings in 
every month since June, 1882. Its decrease in Septem 
ber exceeds the aggregate decrease of the three months 
previous, but it cannot be called very large. 

The St. Louis & San Francisco which with the 
Alton is the only St. Louis road reporting, continues 
in September to have the very large gains that have 
for a long time distinguished it. In successive 
months its increases have a 


April. May. June. uly. August. Sept. 
478 $60,756 73, 068 $37, 838 $63,407 $77,950 


It is now comparing with the months after the 
great Kansas crops of last year, but it did not show 
very large increases then until November. 

The most important of the Southern roads, the 
Louisville & Nashville, shows a very large loss in 
September, but it had a very large gain last year over 
1882, and the September earnings this year are larger 
than in any other except last year. For five years 
they have been: 

1830. 1881. 1882. 1883. 1884. 
$931,911 $951,566 1,114,513 1,334,179 $1,151,72 

In 1880 the road worked was but 1,840 miles, but 
since 1881 the change in mileage has been insignifi- 
cant. Down to the end of May this year its earnings 
were $231,015 more than last year. Since May the 
decrease have been continuous and growing, as fol- 
lows: 


April. August Sept. 
+$156,300 +9607 566 — $50, O21 $y 775 — $128,067 —$182,459 


This has changed the increase of $231,000 at the end 
of May to a decrease of $194,336 at the end of Septem- 
ber. The light cotton crop this year coming after 
a light one last year is likely to have an unfavorable 
effect on the earnings of this road. 

Four roads in the territory north of the Ohio and 
east of the Chicago & Alton Railroad have had gains 
and losses as or in the last four months: 


July. August. Sept. 
Chic. & FE. M.. — $18, 016 + $7,710 — $I, 125 —$1.224 
C.,1,8t.L.&C.— 2,613 — 21,700 — 15,683 — 3,308 
Det., Lan. & N. — 22,824 — 23,508 _ 37.110 — 35.612 
Peoria, D.& E..+ 2,152 + 8,182 -+ 3,351 — 984 


The Eastern Illinois had large decreases after June 
last year, and it is not doing particularly well to hold 
its own now. The Cincinnati, Indianapolis & Chicago 
suffered a much smaller loss in September than in 
August or July. The Detroit, Lansing & Northern 
continued to have avery large decrease, which has 
been uninterrupted since April, and in August and 
September reached formidable proportions (24.4 and 
22.8 per cent.) The Peoria, Decatur & Evansville, 
which had a large gain (10 per cent.) for the eight 
months ending with August, had a slight loss in Sep- 
tember. 

On the whole, we find a decided change for the bet- 
ter only on the railroads northwest of St. Paul. It is 
somewhat surprising that such lines as the Milwaukee 
& St. Paul, and the Chicago & Northwestern, directly 
south of these roads, and like two of them the owners 
of a great mileage of new road in Dakota, where 
there has been a great increase in production over last 
year, should not have shown a similar improvement. 
They, however, and especially the Northwestern, de- 
pend much less on the wheat movement, and suffer 
more from dullness in manufacturing and general 
business. These two roads will have a considerable 
share of the benefit of the large corn crop when that 
comes forward, and they are suffering more than most 
other roads from the destruction by frost last year, 
because they are in the country where the frost was 
most destructive. 

While few roads show a very decided change for the 
better, compared with previous months, only one, the 
Louisville & Nashville, shows a very decided change 
for the worse in September. 








It is noticeable that the reduction of rail rates caused 
by the recent disagreements of the railroads did not 
serve to stimulate grain shipments. In the week to 
Sept. 27, when the average rate was probably about 
20 cents per 100 Ibs. from Chicago to New York (re- 
duced from 25), the total grain shipments from the 
Northwestern markets were the smallest for five weeks, 
and 800 bushels less than the week before. The ship- 
ments by rail increased, but what the railroads got was 


300 | at the expense of the lake vessels, which had not car- 
s | Tied so little for six weeks, and the rail shipments were 


only 177,000 bushels more than the week before. 








The Louisville & Nashville purposes to raise money 
to retire its floating debt by an issue of $5,000,000 of 6 
percent. ‘“‘adjustment” bonds and of $5,000,000 of 
‘treasury ” stock, which are offered to its stockholders 
in proportion to their holdings at 26 for the stock and 
66 for the bonds. This will put $10,000,000 more 
between the stockholders and a dividend, for 
which, if the stockholders accept the offer, the 
company will realize $4,600,000. It is apparently 
not expected that they will generally accept, 
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and a syndicate has agreed to take $2,000,000 
of the stock at 224 and an equal amount of the bonds 
at 55, realizing only $1,550,000. Ifthe company again 
becomes able to pay 6 per cent. dividends (which is 
quite possible), the money so obtained to retire the 
floating debt will be costing the old shareholders 154 
per cent., while that which stockholders subscribe for 
will cost them 18 per cent. Thus do stockholders 
expiate the sins of managers. If it had been properly 
managed during the past four or five years, the Louis- 
ville & Nashville would probably be able to borrow 
money without a mortgage for 5 per cent. now—but 
then there would probably be fewer individual great 
fortunes. 








The Texas railroads have one formidable item of ex- 
penses which it seems impossible to eliminate, and 
that is for stock killed bytrains. ‘* Good enough for 
them,” one may say, ‘“‘for not fencing their tracks.” 
But the community will not let them fence their tracks, 
but cut them if they are built. Then in a rainy time 
the railroads are almost the only dry places where the 
cattle can lie down, and they rest on them by the hun- 
dreds, with the natural result that if trains go much 
faster than a walk they are apt to kill a good many 
cattle. This does not trouble the cattle-owners in the 
least, for the railroad companies make the best mar- 
ket they have—what was a scrawny long-horn on the 
ranch becoming a fat quarter-blood on the railroad or 
in the courts, if it comes to that. Indeed, cases have 
been known where cattle-owners sent their cattle to 
market by tying them on the track. The expenditures 
under this head have been enoug? on one Texas rail- 
road to pay nearly 3 per cent. on its capital stock. 








The Chicago, Burlington & Quincy in August. 





The Chicago, Burlington & Quincey report for August last 
shows compared with last year a slight decrease ($47,629= 
1%¢ per cent.) in gross earnings, a large decrease ($80,047= 
6%; per cent.) in working expenses, and a small increase 
($32,418 = 2!¢ percent.) in net earnings. But in making 
the comparison we should remember that both earnings and 
expeuses were extraordinarily large last year in August. 
For the five vears since the union with the Nebraska roads 
the earnings and expenses in August have been : 


Gross Net 
Year. Miles. earnings. Expenses. earnings. 
1880..... -. 2,712 $1,834,321 $808,587 $1,025,734 
1G8i... ..... BS 2,173,945 991,478 1,182,467 
188 2......2,. B20 2,086,857 976,266 1,110,591 
38GB ........ BS 2,495,124 1,198,527 1,296.597 
1964... x0 Sane 2,447,404 1.118.479 1,329,015 


Thus the gross earnings and working expenses were much 
larger in August this year than in anv other except last 
year, and the net earnings were larger than in any other 
year—2O0 per cent. more than in 1882, and 12 per cent. more 
than in 1881. The road had the benefit in August of the 
crops of wbeat and oats in Kansas, and of those in Nebraska 
and Iowa to some extent also. These crops were very large 
both this year and last. There was comparatively little 
corn to carry in either year. The “hicago corner tended 
to stimulate shipments in September, and probably this 
road profited by it more than any other; but after 
all it did not bring out much corn, and it is not 
probable that the road’s earnings last September will 
equal the enormous ones it had last year, which were 
$2,909,165 and more than in any other month of its history. 
A favorable comparison with last year may be expected 
when the new corn comes forward, however, as an enormous 
amount of it is directly on the lines of this road, nearly all 
of which pass through the best corn land in the country, 
alike in Illinois, lowa and Nebraska. 

The course of the earnings of this road, from month to 
month, compared with last year, may be traced below, 
where the gain or loss is given with the total earnings : 


188, 1883. Inc. or Dec. 

JORONET oo 0S BAS £648,222 $1,625,680 $22,542 
re are 1.971 013 1,611,021 359,992 
March poke ahd 5050 00b50 nee Se 2,396,584 — 290,555 
April .. dons win :hiy oe kanal ae 1,824,130 + 8,321 
TEPER ES PER 1,981,127 2,009 872 — 28,745 
Pe eee oa 2,077,182 1,937,916 + 139,266 
Sy (du khi cade wiariel ccna 1,735,199 1,8 24,705 — 89,506 
August s Bide baTonsac Wee 2,495,124 — 47,630 
ro MRD RGR re: $15,798,715 $15,725,032 + $73,683 


We do not find here the unfavorable change in the course 
of earnings from the earlier to the later months of the year 
that has characterized many railroads in all parts of the 
country, and especially those north of the Burlington road 
and those south of Missouri. Indeed, the Burlington 
earnings this year have been remarkably like those of 
last year, the great increase in February and the great 
decrease in March nearly balancing each other, and being 
very largely due to the bad weather last year, which pre- 
vented shipments in February and left them to go forward 
in March. 

For the eight months ending with August the gross earn- 
ings of this railroad this year were $73,683 (43¢ per cent.) 
more than last year, the working expenses $406,002 (4% per 
cent.) more, and the net earnings consequently $332,319 
(4)¢ per cent) less. For five years they have been : 


wate Soom - Net 
ar. earnings. oxpenses, i 
TS SBI a Spe ree $13.267-569 $6,205,277 $7,082.29 
OI nat abies 13,180,180 6,873,906 6,286,274 
Tp ei OX 7 7.115,688 5,751,791 
VARS. ssc esesee oe 25,923,088 8,261,934 7,463.098 
Ee ee 15,793,715 8,667,936 7,130,779 


The gross earnings thus were larger this year than evor 





before, and 19 per cent. more than in 1880, when they were 
larger than in any subsequent year until last year. The 
working expenses, however, were very much larger than 
ever before, and nearly 40 per cent. more than in 1880, so 
that the net earnings were but $68,487 more than in 1880, 
in spite of the increase of $2,531,146 in gross earnings. 
The net earnings this year, however, were $844,505 (13% 
per cent.) more than in 1881, and 24 per cent. more than in 
1882. 

It is quite possible that there will be some further decrease 
inthe net earnings during the remaining four months of 
this year, because they were extraordinarily large in these 
months last year. Should the new cora crop move freely 
in December, kowever, a large increase is possible in that 
month, and a heavier movement thai last year of hogs in 
November may also be expected. 








The Late John H. Flynn. 


Mr. John H. Flynn, Master Mechanic of the Western & 
Atlantic road and President of the Master Mechanics’ Asso- 
ciation, died suddenly at his home in Atlanta, Ga., Oct. 1, 
He was attacked while entering the shops of the road in the 
morning, and survived only a few hours. The cause of his 
death was stated by the physicians who were called in to be 
an abscess on the brain. He was a man of fine physique and 
apparently in vigorous health, and his death, at the com- 
paratively early age of 56, was unexpected. 

Mr. Flynn was entirely a self-made man, He was born 
in Philadelphia in 1828, and his parents were too poor to 
give him any education. Ata very early age he entered a 
large machine shop in bis native city, where he learned the 
trade. When only 17 years of age, in 1845, he went South 
and finally found work on the Western & Atlantic road, on 
which he remained, with two short intervals, until bis 
death. From 1845 to 1860 he ran on the road as engineer 
or conductor, making many friends on the line. In the 
latter year he decided to return North, and went to work in 
the Baldwin Locomotive Works, but he had been there but 
a few mouths when Col. John W. Lewis, who had then just 
been appointed Superintendent of the Western & Atlantic, 
and who knew Mr. Flynn well, offered him the position of 
Master Mechanic, which he at once accepted and returned 
to Atlanta. 

Mr. Flynn retained his position during all the trying 
years of the war, and the almost equally difficult period 
which followed it, when it was only by the hardest kind of 
work under all sorts of disadvantages that the machinery 
under his charge could be kept in motion atall. In 1870, 
under the Bullock administration, he resigned and went into 
business in Atlanta, where he was very successful. He pre- 
ferred the road, however, and when it was leased to the 
present company in 1873, he returned to his old position as 
Master Mechanic, which he has held ever since. 

Mr. Flynn was highly esteemed by his friends and neigh- 
bors, and was always ready to take part in any enterprise 
for the public benefit. He was for a number of years Presi- 
dent of the Young Men’s Library Association of Atlanta, 
the success of which was largely due to his efforts. 

He was married in 1858 to Miss Kate Dougherty, who 
survives him, and he leaves five children. Itis told of him 
that while running a train on the road he had frequently 
been annoyed by a young girl who threw stones at his train 
as it passed her father’s house. At last he determined to 
put a stop to it, and one day went to the house to remon- 
strate with ber parents, but the acquaintance so unfavorably 
begun ended in a wedding. 

Mr. Flynn joined the Master Mechanics’ Association at an 
early day inits history and was alwaysa working mem- 
ber, constant in his attendance at the conventions and tak- 
ing an active part in the proceedings. Inclined to be con- 
servative in his views, he was nevertheless open to argu- 
ment, and did his best to keep his department up to the 
modern standard. At the convention in Long Branch last 
summer his long service and active interest in the Associa- 
tion were recognized by his election to the presidency. 

Yo the men under his charge he was a strict, but not un- 
generous master. He was very firm and unchanging in his 
friendships, and his death will be regretted by many, both 
at bome and in the Association. 


The meeting of the trunk-liue presidents last week seems 
to bave been followed by happy results. The restoration of 
rates ordered is reported to have been carried out every- 
where. There were no outstanding time contracts at Chicago, 
which was feared, and every one seems more than pleased 
to be able again to charge a rate which has a profit attached. 
The west- bound business also is said to be ina better condition 
than for a long time. Apparently all partiesare satisfied with 
the outcome of the meeting. The Grand Trunk succeeded in 
having the Chicago apportionment resubmitted to arbitra- 
tion,and the other roads succeeded in getting the Grand Trunk 
to promise to pay the balances owed by it according to the 
decision which is to be reviewed. One thing which leads the 
roads to be less eager than heretofore to get the largest 
possible amount of freight is the agreement, recently made, 
to pay over the gross earnings on all excess over the allotted 
share. This was the original agreement, but by mutual 
consent the companies were charged only for the net earn- 
ings (on an assumed basis of expense) on the excess. But it 
seems that some enterprising traffic men like to have their 
roads carry for glory if they cannot for profit, and the re- 
turn to the gross earnings plan is especially to discourage 
them, as no one is likely to make any greateffort to securea 
traftic when he will have to pay the whole amount of the 
earnings on it to some one else, and pay the expenses him- 
self, Especially no one will be likely to take 75-cent freight 
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for 60 cents, when he will have to turn over 75 cents to his 
competitor, though really something like this has been 
done. 

The new hearing of the Grand Trunk case will probably 
take place as soon as an arbitrator is selected, as the argu- 
ments and statistics submitted at the previous arbitration 
can probably be used without change. 








The Pennsylvania Railroad after next Sunday will decline 
to run the two passenger trains between Baltimore and 
New York, which have been run for several years in con- 
nection with the Baltimore & Ohio through trains between 
Baltimore and the West, taking through Baltimore & Obio 
sleeping cars, The special importance of this train to the 
Baltimore & Ohio is that it enables its passengers to avoid a 
transfer from station to station in the city of Baltimore, 
and secures a connection with the trains of its own road 
which gives a convenient starting time from New York and 
Philadelphia. The Pennsylvania management says that 
these trains do not pay—that all the passengers could be 
carried on its other trains. The Baltimore & Ohio Passen- 
ger Department retorts that they carry more passengers 
than the average of other trains between New York 
and Baltimore. Both statements may be true. It 
is not probable that the passengers to and from 
points beyond Washington make a very heavy load 
for these trains—the through passengers are not a large 
proportion of the whole number on most through trains to 
and from New York. The passengers between Washington 
and Baltimore on the one hand, and New York and Philadel- 
phia on the other, can be accommodated perfectly without 
these trains—that is, the Pennsylvania Railroad can carry 
them on other trains just as well as on one which connects 
with the Baltimore & Ohio tracks in Baltimore. 
Probably the connection has enabled the Baltimore & Ohio 
to largely increase its passenger business between the West 
and New York and Philadelphia, and doubtless this is not 
agreeable to the Pennsylvania ; but doubtless this was fore- 
seen when the trains were put on, and the arrangement 
was made because it was believed that it would prevent 
some greater evil. It has not prevented the Baltimore & 
Ohio from constructing a line of of its own between Balti_ 
more and Philadelphia, but this undertaking is no new 
grievance, 

It is hardly proper to call this a ‘‘ cutting off of the Balti- 
more & Ohio” by the Pennsylvania, for the Baltimore & 
Ohio passengers will be carried just as they always used to 
be until a few years ago. It is the running of special trains 
for the accommodation of these passengers that is to cease, 
a service which it is not usual for a railroad to perform for 
a rival road. 








Chicago through and local rail shipments of flour, grain 
and provisions eastward for the week ending Oct. 4, by the 
incomplete report to the Board of Trade, were 49,414 tons, 
against 46,716 tons in the corresponding week of last year 
and 24,432 in 1882, rates being disturbed last year and 
much more so this year, the shipments of last week probably 
having been mainly on the basis of 15 cents per 100 Ibs. for 
grain and 20 cents for provisions to New York. 

For six successive weeks the total number of tons shipped 
and the percentage going by each route have been: 








—— Week ending —- ————_——— 











Tons: Aug. 30. Sept. 6. Sept. 13. Sept. 20. Sept. 27. Oct. 4. 
Fiour.. .. 38,406 3,774 2,785 3,823 5,396 7,186 
Grain.... 18,792 15,531 17,154 22,916 26,514 33,592 
Provisions... 7,554 7,980 8,263 7,420 8,579 8,636 

Total...... 29,932 27,285 28,202 34,159 40,516 49,414 

Per cent.: 
C. & Grand T. 12.2 9.6 10.1 8.4 6.6 2.8 
Mich. Cen... 9.1 10.7 8.3 8.7 17.0 19.6 
Lake Shore. 16.9 19.0 15.0 14.7 15.5 17.2 
Nickel Plate. 13.5 99 11.5 8.2 A 11.8 
Ft. Wayne... 16.8 16.0 19.3 20.8 17.3 15.6 
C.,8t.L.&P. 10.1 13 6 16 6 145 16.6 16.9 
Balt. & Ohiv. 11.4 12.2 7:2 9.1 8.0 9.4 
Ch.&Atlantic 10.0 90 11.5 15.6 11.3 6.7 

Total... .. 100.0 100.0 100.0 100.0 100.0 100.0 


The great increase in the total shipments of late may not 
be wholly due to the cut rates, as it is a season when ship- 
ments are often large, but it must have been chiefly due to 
them, as is indicated by the fact that lake shipments grew 
smaller as rail shipments grew larger. The gain last week 
over the fourth week of September was 22 per cent., over 
the third week, 45 per cent., and over the second week no 
less than 80 per cent.; at the rates accepted probably the 
gross earnings from the shipments last week were about the 
same as in the first and third weeks of September. 

The increase last week was 33 per cent. over the previous 
week in flour, 27 per cent. in grain, but less than 1 per cent. 
in provisions, which could not be diverted from the lake 
vessels, because no large quantities of them ever go by lake. 

In the percentages, the notable fact is the withdrawal of 
the Chicago & Grand Trunk from the competition, it may 
almost be said, as it carried but 2.8 per cent. of the whole 
against an average of something like 14 per cent. for sev- 
eral months. The shipments by it in the last week of 
August (which were below its average) were 3,652 tons, and 
last week, when the total shipments were 66 per cent. 
larger, its shipments were but 1,354 tons. At this rate it 
will soon lose all its excess in the pool, however calcu- 
lated. It bad but 6.2 per cent. of ‘the provisions last 
week, while the Chicago, St. Louis & Pittsburgh carried 
831.6 per cent., the Fort Wayne 26.2 per cent. and the Lake 
Shore 15.2 per cent. of them. 

The distribution of the total shipments among the several 
railroads last week indicates that all the lines com- 
peted actively for the traffic at the cut rates, except the 
Chicago & Grand Trunk and the Chicago & Atlantic ; the 

hipments by the latter were less than in either of the two 
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weeks previous. The Michigan Central led in its percentage 
of total shipments for the first four months ; it was further 
behind than any other road. The result of the week’s busi- 
ness is towards a reduction of the balances “over” and 
‘**short” of the several roads, except that the Nickel Plate 
and the Baltimore & Ohio, somewhat increased their ex- 
cesses, and the Chicago & Atlantic its shortage. 








Th») Union Pacific’s gross earnings in August were but 
$47,257 less than last year, which is a smaller decrease than 
in any other month of the year. But there was a large 
decrease iu its earnings last year in August, compared 
with 1882, and the decrease since 1882 this year was 
larger in August than in any other month since March. 
The decrease in working expenses was even larger 
in August than in July, amounting to $275,800, 
or 20 per cent., and the total expenses were smaller 
than in any other month of this year except July, 
while the earnings were the largest of the year, though only 
$42,000 more than in July. This results in the very large 
increase of $228,553 (2084 per cent.) in net earnings, against 
an increase of $97,797 in July, and a decrease of $2,541,941 
during the six months ending with June. The expenses were 
unusually large after July last year, and a considerable re- 
duction of them seems reasonable, but in August the ex- 


penses were not only a fifth less than last year, but 
they were a tenth less than in 1882, though the 
company is working 30 per cent. more road now. 


The gross earnings were well maintained after August last 
year, there being little change in them in 1881, 1882 or 
1883, but a very large increase in working expenses reduced 
the net earnings greatly. The great crops in Nebraska and 
Kansas favor good earnings during the fall this year, but 
the crops were good there last vear also, though not so large 
as this year. Last year, in the four months following 
August the net earnings were about $4,500,0C0, against 
5,600,000 in 1882. They should be larger ‘than last year 
this year, and it will not be surprising if they should equal 
those of 1882. In July and August the net earnings 
exceeded the estimated requirements for fixed charges and 
payments to the government by $1,067,000, which is $1.75 
per share of stock, but for the eight months ending with 
August the excess over these charges was but $155,000, 
which is but 26 cents per share, there having been a deficit 
in the first half of the year. 








The Atchison, Topeka & Santa Fe Railroad, which is pro- 
fiting by the big Kansas crops, had a small decrease of earn 
ings in August, but an increase of expenses so large (31 per 
cent.) that the net earnings were reduced from $864,364 to 
$619,987 (28 per cent.) For the eight months ending with 
August it has had a slight increase in gross earnings, but so 
large an increase in expenses that its net earnings have 
fallen off from $5,363,815 to $4,639,700, the decrease 
amounting to $724,115, or 1814 per cent., which is equal to 
$1.23 per share of stock. The expenses were exceptionally 
light last year. 








Railroad clubs for the discussion of subjects connected 
with railroad operation are multiplying, and it is a very 
good sign that they are. The latest is the ‘‘ Western Rail- 
way Club,” of Chicago, which ought to be an exceptionally 
successful one, as there are, perhaps, more railroad officers, 
outside of the financial department, in Chicago than any- 
where else in the country. Some of the most intelligent 
ones in the country are there also, and if they take the io 
terest in the proceedings they ought to, they will be of very 
great benefit to each other and to the whole railroad inter- 
est. The Chicago Club bas secured very comfortable rooms, 
open to the members and their friends, as a convenient 
place of meeting for those visiting Chicago, and the Com- 
mittee on Membership would like to hear from master me- 
chanics, master car-builders, and railroad supply men, who 
will doubtless find the discussions at the club meetings very 
interesting. 








Record of New Railroad Construction. 





fvformation of the laying of track on new railroads is 
given in the present number of the Railroad Gazette as 
follows : 

Anniston & Atlantic.—Extended from Talladega, Ala., 
southward to Sycamore, 14 miles. Gauge, 3 ft. 

Atlantic & Danville.—Extended westward to Nottoway 
River, Va., 9 miles. Gauge, 3 ft. 

Burlington, Cedar Rapids & Northern.—Track on the 
Dakota Extension is extended west by north to Luverne, 
Minn., 32 miles. The Clinton Division 1s extended east to 
Tipton, Ia., 7 miles. 

Pine Bluff & Swan Lake.—Track laid from Rob Roy, 
Ark., southeast to Corner Stone, 13 miles. Gauge, 3 ft. 

St. Louis & San Francisco.—Track on the Bolivar 
Branch is extended from Buckley, Mo., north to Wishart, 8 
miles. 

Terre Haute & Indianapolis.—Track on the Loyansport 
Division is extended from Lakeville, Ind., north to South 
Bend, 10 wiles. 

Union Pacific.—The track of the Wood River Branch, 
Oregon Short Line, is extended from Hailey, Idaho, north 
to Ketchum, 12 miles. The Denver & South Park Division is 
extended from Keystone, Col., to Leadville, 30 miles. 
Track was laid some months ago, but the road was not 
opened. 

Williamsport & North Branch.—Extended from Picture 
Rocks, Pa., east by north to Gien Mawr, 6 miles. 

This is a total of 141 miles of new railroad, making 
2,806 miles reported to date for the current year. The total 


track reported laid to the corresponding date for 13 years 
past is as follows : 


Miles. Miles. 
Pi apisakeresdl. unde Sen ings calksacese os nse ss 1,548 
rR FR PT EE vp obeetesceecss cocccsa 1,740 
Deo os a oct cdebbesecves . cop EE Le cb vvcvscdbcdessec os 903 
Deets cwedsss ecewbsacce DDO F Baas ohkad i edad ccc ccceses 1,180 
_. SRERERS ere on 4,135 | 1873 .......... . 2,897 
0 Sey re ER anak se wek boensh beat ep 5,147 
eevee senibiabanden tenet 1,422 


These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 








NEW PUBLICATIONS. 


The American Engineer of Chicago passed Oct. 1 under 
the editorial management of Mr. L. E. Cooley. The pub” 
lishers announce that the scope of the paper will be mate 
rially broadened and a decided improvensent made in it. 





Baldwin’s Official Railroad Guide has been transferred 
to the American Industry Press, limited, by Mr. Wm. 8. 
Baldwin, in consequence of his removal from Buffalo to 
Chicago, as General Passenger Agent of the Louisville, New 
Albany & Chicago road. Mr. Baldwin will, however, con- 
tinue to own a large interest in the publication and will have 
general supervision of the work. Baldwin’s Guide has been 
for some years published in Buffalo, and is a very useful 
publication in its field, which includes railroad lines of West- 
ern New York, Pennsylvania and Obio, and especially of the 
oil regions. 





The Railroad Herald, for some time past published in 
Buffalo as a monthly, begins a weekly issue with the number 
for Oct. 2. The Herald has always been a bright and inter- 
esting paper, devoting itself partly to the local railroad 
interests of Buffalo, but more especially to the interests of 
railroad employés there and elsewhere. It has attained a 
degree of substantial prosperity which will, its managers 
believe, warrant the change from a monthly to a weekly 
issue, with a corresponding enlargement of its field. 








Foreign Railroad Notes. 


For 28 years there has been talk of connecting Geneva, 
Switzerland, with a French railroad just over the border by 
the construction of a short line. Finally the matter came 
before the people of Geneva to be decided by their vote, 
which was 6,950 in favor, to 3,013 against, the only case of 
a popular vote on such a matter in Europe that we remem- 
ber. 


The Austrian rail-rolling mills entered into a combina- 
tion in 1878, which lasted for taree years, from Jan. 1, 
1879, At its expiration it was renewed for three years 
more, and they have just agreed to continue it for a third 
term of three years, until 1888. There are three works 
which do not belong to the combination, but two of these 
belong to railroad companies. 





The 7th of September last was the sixtieth anniversary 
of the chartering of the first railroad on the continent of 
Europe, which was a horse railroad connecting the Danube 
and the Moldave between Budweis and Linz. The charter 
granted to Professor Anton Ritter von Gerstner the exclu- 
sive privilege of building a ‘‘ wood and iron road ” between 
the two places. Just three years later the first section of 
the road, from Budweis to Trojern, was opened for business, 
but it was not till Aug. 1, 1832, that it was opened through 
to Linz, a distance of 81 miles. The road continued to be 
worked with horse until 1871, when part of it was replaced 
by a locomotive railroad, but it was not till 1872 that the 
whole line between Budweis and Linz was worked by loco- 
motives. 

A railroad is soon to be opened in Servia from the Danube 
at Belgrade, where it will connect with the Austro-Hun- 
garian system, southeastward up the Morava to Nissa, to be 
extended to a connection with Turkish railroads and to forma 
direct line from Vienna to Constantinople and to the Aegean 
at Salonica. Little or nothing has been done in Turkey to- 
ward filling the gaps, which are not very long. Servia hav- 
ing no railroads and not being willing to have foreigners 
work this road, a staff of native Servians was sent to learn 
station, freight and train service on the Belgian state rail- 
roads. The regulations are printed in Servian and French. 
The line to be opened next October will be 150 miles long, 
and half as much more, to Vranja, is to be completed next 
year. 

There is said to be a magnificent country on this line, as 
elsewhere south of the Danube, which is very imperfectly 
utilized, but is well peopled, and probably no great change 
can be expected from the preseut population, however much 
its outlets may. be improved. 





TECHNICAL. 


Locomotive Building. 


The Lehigh Valley shops in Hazleton, Pa., have just turned 
out the last of a lot of 10 locomotives for the Pennsylvania 
& New York road. They are consolidation engines with 
20 by 24 in. cylinders, 

The Baldwin Locomotive Works in Philadelphia have just 
delivered five ten-wheel freight engines to the Centrai Rail- 
road, of Georgia. 








Car Notes. 
The Peninsular Car Works in Detroit are building 75 box 
cars for the Merchants’ Dispatch, and 200 box cars for the 
Burlington, Cedar Rapids & Northern road; they recently 
completed a large order for refrigerator cars. 

The et «bse Car Works in LaFayette, Ind., are build- 
ing 100 refrigerator cars for the Commercial Express Line, 
and have other orders on hand. 

The Barney & Smith Manufacturing Co. in Dayton, O., 








is building 500 box cars for the Burlington, Cedar Rapids & 
Northern road. 

The Buffalo Car Works in Buffalo, N. Y., are buildin 
125 box cars for the Merchants’ Dispatch. It is > ae 
— they have secured a large order from a Western 
road. . ' 

Bridge Notes. 
R. F. Hawkins, in Springfield, Mass., has taken a contract 
to build three iron bridges on the Boston and Albany road 
between m and Newton. 

M. 8. Cartter & Co., of St. Louis, are building bridges 
over the St. John River near Palatka and Sanford, Fla., 


for the Jacksonville, Tampa & Key West road. They have 
built a number of bridges on that road. 


Iron Notes. 


The Burlington Rolling Mill Co. at Burlington, Ia., will 
shortly start up its mill. It is the first rolling mill in Iowa, 
and will make merchant bar from scrap iron. 

The National Tube Works Co. at McKeesport, Pa., bas 
received a large order for 10-in. pipe to carry natural gas. 

Agnes Furnace at Struthers, O., which is owned by 
Brown, Bonnell & Co., has gone out of blast. 

Shoenberger & Co., in Pittsburgh, are building a new 
blast furnace, which will be 62 ft. high and 14 ft. bosh. 

The Forest City Rolling Mill in Cleveland, O., has re- 
sumed work in some of its departments. 

Orders have been received to start up the Philadelphia & 
Reading Co.’s rolling mill in Reading, Pa., which has been 
idle for several months past. 1t will make fish-plates only 
for the present. 

The dewey Tube Works in Pittsburgh have re- 
ceived from the Westinghouse Natural Gas Co. an order for 
about 20 miles of 8-in. wrought iron pipe. 

Vulcan Furnace at Newberry, Mich., is now in full “ast, 
having started up about two weeks ago. 

The mills of Oliver Brothers & Phillips in Pittsburgh 
were closed Oct. 7, on account of some difficulty with the 
employés in relation to a reduction in wages. 

It is reported that the Woodstock Iron Co. in Woodstock, 
Ala., has closed a contract to deliver 13,000 tons of high 
grade car-wheel iron at $20.50 per ton. The time and place 
of delivery are not stated. 


Manufacturing and Business Notes. 


The Clayton Air Compressor Works, located near the 
New York & Brooklyn Bridge, in Brooklyn, N. Y., bave 
recently shipped several car loads of mining and tunneling 
machinery to the West, an ge the Clayton improved 
duplex air compressors, rock drills, duplex water pumps 
(gor mining drainage), steam boilers, pipe steel, etc., also a 
mining plantfora company in South America, Among 
the mines which have recently added the Clayton air com- 
pressor to their plant, are the Big Bend Tunnel & Mining 
Co. and the Fresno Enterprise Co., of California, and the 
Copper Queen Mining Co., and the Tombstone Mill & Min- 
ing Co., of Arizona. A number of orders for large sizes are 
anne and prospects for fall business are reported as ex- 
cellen 

A company with $100,000 capital stock bas been organized 
in Indianapolis, Ind., to manutacture the Pembertou wreck- 
ing frog. Drew is President; J. K. Graham, Secretary 
W. D. Ernst, Treasurer. 

The Southwark Foundry and Machine Co., in Philadel- 
phia, has recently built a number of Porter-Allen engines 
for electric lighting purposes, 


The Rail Market. 


Steel Rails,—Prices are advancing under the influence of 
large orders. It is understood that several orders have been 
lately placed at $28@$28.50 per ton at mill, but the mills 
have generally plenty of work for the wiuter and are not 
anxious to take orders at those rates. Quotations are now 
more nearly $29@$30, and probably no order, unless a spe- 
cially desirable one, could now be placed under $29. 

Raii Fastenings.—Nominal quotations continue at $2.35 
per 100 lbs. for spikes in Pittsburgh, $2.50@$2.75 for track- 
bolts and 1.7@1.9 cents per pound for splice-bars. Orders, 
however, can easily be placed at lower prices, but these are 
usually private and cannot be quoted definitely. 


Car-Couplers. 
lt is stated that the Newburg, Dutchess & Connecticut Co. 
has adopted the Cowell platform, buffer and coupler, and 
will equip all its cars with this coupler. 

The Barnes Automatic Car Cou: ler Co. has been organ- 
ized with office in Rochester, N. Y. Its officers are ; Lucien 
Barnes, President and General Manager: Rev. Wm. Man- 
ning, Vice-President and Treasurer; Charles E. Manning, 
Secretary ; Charles O. Barnes, Mechanical Superintendent, 


Asbestos on Locomotives. 


The H. W. Johns Manfacturing Co., of New York, makes a 
locomotive lagging of large loose strands of strictly pure 
asbestos, bound together by a fine warp of the same mineral, 
forming a strong felt-like material, strictly fire-proof, and 
of great non-conducting power. This article is intended to 
take the place of wood lagging on locomotives, but it can be 
used either with or without the wood. When used with 
wood, but one thickness is needed, and it is considered a very 
valuable and economical adjunct in preserving the wood. 
By a recent improvement (patented), the lagging is attached, 
with a fire-proof cement, to one side of asbestos millboard or 
sheathing, by which means it can be handled, cut in any de- 
sired shape, removed and replaced without loss or in- 
jury. Though the original cost of lagging a loco- 
motive with this material will be slightly in excess 
of the cost of wood, it must be borne in mind 
that, besides being a better non-conductor, it is much 
more durable, and there is no reason why it should 
not last as long as the locomotive itself, aside from the 
advantages gained in being able to remove and replace it 
without loss or injury when repairs to the boiler are neces- 


sary. 

The strictly pure asbestos piston and wick packing, mill- 
board, sheathing and building felt is also made by the same 
company. A comparatively new article of manufacture is 
an asbestos and india rubber tape, varying in width from 14 
in. to2%¢ in. It is furnished either in long lengths to be cut 
up as desired or made into gaskets for cylinder heads, steam 
chests, flanges, or any other purpose for which packing is 
required, 

Twenty-four O'Clock. 
The proposition to number the hours of the day from 12 to 
24 is quite frequently referred to as the “‘ twenty-four-hour 
system of Standard Time.” 

The coupling of Standard Time and the penne Peart osned 
proposition is entirely unwarrantable, and to call the latter 
a “system of Standard Time” is a misnomer, The term 
‘* Standard Time” refers to time-keeping—the setting of all 
clocks and watches alike and by some designated standard 
—while the 24-hour proposition refers to the plan of giving 
new names to the hours between noon and midnigbt. 

The word system is defined by Webster as “a complete 
whole of objects related by some common law, or principle, 
or end,” while Worcester defines it in this sense as “a 
scheme, a plan, a classification, an arrangement.” The last 
definition is, perhaps, the most applicable to the case in 
point. Hencethe arrangement of Standard Time now in 
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use in this country is properly called a system, and can be 
readily distinguished, by important differences in arrange- 
ment, from other systems previously proposed, based upon 
the same theory. 

_Itis hardly proper therefore to refer to the proposition to 
give new names to some of the hours as a system, and cer- 
tainly not to call it a system of Staudard Time. If the word 
system is used at all in this connection it must be in a dif- 
ferent sense, 

Many persons earnestly advocated the adoption of the 
system of Standard Time, because, among other reasons, it 
removed the necessity of making constant and vexatious 
calculations of differences in time at various points. If the 
names of the hoars between noon and midnight were 
changed at this time, the people at large would be obliged 
to make daily and hourly mental calculations in order to 
translate the new names into terms in accord with their 
established babits of thought. Such calculations would be 
regarded as an annoyance and a nuisance. The result 
would be that so many persons would strenuously oppose 
the new order of things as to make a general return to the 
old system almost inevitable and certainly extremely diffi- 
cult to prevent. If this occurred it would postpone for 
years the time when the new mode of reckoning could be 
permanently adopted. If, on the other hand, the agitation 
of the reform—of the desirability of which there can be no 
question—is quietly carried on and the new names for the 
hours are taught to the children in the schools, and through 
them to their parents, it would not be very many years be- 
fore the absurdity of continuing the duplication of the 
names of the hours would be strikingly apparent to a very 
large number of people. 

_ The reform would then be practicable. At the present 
time we do not believe it to be so. It is a case were patient 
waiting would be no loss, while premature action would al- 
most certainly result in failure.—Official Guide. 


A Bridge Caisson Accident. 


A dispatch from Havre de Grace, Md., Oct. 1, says: ‘* While 
men were engaged in sinking caisson No. 9 of the new rail- 
road bridge of the Baltimore & Ohio Co. here this morning, 
about 8 o’clock, it suddenly turned on one side and sank in 
60 it. of water. Six mon were confined in the caission and 
went down with it. For some time considerable excitement 
prevailed, for although air was being furnished by two pumps, 
if was feared that the men could not survive. After 
strenuous efforts the men were rescued at low tide, 
o’vlock. 

‘* The caisson was floated with air pressure and the water 
pumped out of the first chamber. Mr. O’Brien, foreman, 
descended and opened the door of the lock, where the men 
were found, six in all, in an exhausted condition. As soon 
as Mr. O’Brien signalled up that the men were alive, loud 
cheers were given. The depth of water where the caisson 
was sunk was between 60 and 65 ft., and the location about 
100 ft. from the Cecil shore.’’ 


improvements in Hydraulic Jacks. 


Messrs. Watson & Stillman, manufacturers of hydraulic 
jacks, in New York, in order to avoid the trouble caused by 
attempting to repack the piston or regrind the piston valve 
without a lot of special tools for taking the jack entirely 
apart, pow put the ram valve in a plug which forms the 
bottom of the pnmp, ‘and which, when the ram is pumped 
from the cylinder, may be removed and thus expose the 
lower end of the pump and allow the valve to be examined 
without taking the ram from the head. Another improve- 
ment allows the pump packing to be changed in the same 
method by slacking the set-screw in the head and withdraw- 
ing the socket just far enough to revolve it past the lug, and 
thus push the packing through the pump. In order to pre- 
vent the breaking of the pump where its shoulder joins the 
ram, they now bring the pipe of the ram clear,down to the 
packing, and put the valve plug in it by an interior thread, 
thus strengthening the ram at its weakest point. We also 
leave out the inclined passages which extended upward from 
just aay the ram valve and put in vertical passages easily 
examined. 
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Sinking Foundations by a Freezing Process. 


Gen. Wm. Sooy-Smith & Sov have made arrangements to 
purchase the right to use in the United States the Poetsch 
freezing process for sinking shafts in difficult ground, and 
Mr. Charles Sooy-Smith has gone to Germany to investigate 
its working. Gen, Smith has had much practice with deep 
and difficult bridge foundations. 


A Curious Wash-out. 


While workmen were engaged on Saturday forenoon in 
putting in the abutments to a bridge being built over the 
Boston & Albany Railroad tracks at Brookline avenue, a 
granite block, weighing two tons, dropped from the sling 
and crashed through a 24-in. water main, which had been 
uncovered in digging for the foundations of the abutment, 
making a hole 5 ft. in size. Of course the flow of water 
could not be stopped immediately, and before the water 
could be shut off it had made a breach 30 ft. long in the 
main line of track, so that the entire four tracks, sleepers, 
road-bed and all, of the Boston & Albany Railroad at that 
. point were washed completely away. After the first break 

was made, an attempt was made to pull three flat cars over 
it to see if the track would hold, but it would not, and the 
cars all went through. 

As soon as the break occurred a man was at once sent to 
the shut-off gate at Coolidge’s Corner, and the process of 
closing the gate was begun. Word was sent to the Mystic 
works to let the water from that source on. When the news 
reached City Hall, Commissioners Blake and Hobbs and En- 
gineer Wightman went out, but before their arrival 
Superintendents Fitzgerald and Jones, who were early on 
the ground, had taken measures to prevent the loss of any 
further supply. The amount which escaped is estimated at 
about 4,000,000 gallons. The pipe was laid in 1880, and 
the iron is 134 in. in thickness. It was replaced during the 
night and no serious inconvenience was experienced by 
water-takers. The railroad officials were no less energetic, 
and before 5 o’clock in the afternoon more than 150 loads of 
gravel were dumped into the breach, and the rails of the 
= os were relaid as solid as ever. —Boston Advertiser, 
Oct. 6. 

Locomotive Driver Brakes. 


The Boston & Maine and the Eastern roads are putting the 
American steam driver-brake on severai of their engines, to 
be used as an auxiliary to the air brakes on the trains. If 
successful, the use of these brakes will be extended. 


The First Chinese Locomotive. 


The a coal mine in China is situated at Kaiping, 
some 80 miles from the nearest market for the coal, and 20 
miles from the nearest deep water. A railroad would have 
been the most natural and business-like way of transporting 
the coal to the consumer, butin order to meet Chinese prej- 
udices, a small canal was made. As the canal could not be 
brought nearer than 7 miles from the colliery, the English 
colliery engineers bridged the gap by a solidly constructed 
;ramway. 





The colliery was created by the fiat of Li Hung Chang, 
one of the highest authorities in the Empire, and was part 
of a compreheasive scheme for utilizing foreign inventions, 
so as to enable China in time to become independent of 
foreigners altogether. The execution of the plan was in- 
trusted to a man of singular probity, energy and business 
capacity, a Cantonese named Tong-kin-sing, who recently 
visited Europe. A stronger combination of authority and 
energy was hardly possible in China. When the tramway 
had heen laid on the standard gauge, and the heavy part of 
the work necessary for starting the colliery was done, Mr. 
Kinder, the engineer in charge, got together a discarded 
boiler and sundry scraps of old material, and set his work- 
men to occupy their spare time in a small shed on a job 
which attracted no attention from the Chinese proprietors. 
When the job had been advanced some stages, Mr. Tong-kin- 
sing inquired what was going on, but accepted the evasive 
answer which, in the absence of a mint, is the only cur- 
rent coin in China. Later, when the features of the 
object began to put on a suspicious resemblance to the 
drawings of locomotives which appear in illustrated 
papers, the director was told it was a toy engine, the con- 
struction of which tended to keep the men employed, where- 
upon Mr. Tong severely denounced the duplicity of the 
engineer and ordered the work to be stopped. Moreover, 
fearing that the thing might be bruited abroad, Mr. Tang 
waited on the Viceroy and explained to him that he had 
caught those rascally foreigners making a locomotive, but 
he had given them a severe scolding, and so he delivered his 
soul. The Viceroy, of course, applauded his conservative 
caution, and so delivered his soul. Whatever might be the 
upshot thereafter, the burden would clearly rest on the 
shoulders of the foreigner. But Mr. Kinder would have 
been prepared, if needful, to carry a heavier weight than 
that, and the work went on, as did the protest, until the 
completion of the locomotive, which Mr. Kinder was so bold 
as to label, in the regulation brass letters, ‘‘ The Rocket of 
China.” The directors had now become so far reconciled to 
the monstrous creation as to consent to its beiug used in 
switcbing, but it was forbidden on any pretext to be used 
on the line, which was being run, very badly, by mules. 
By-and-by a passenger-car was unobtrusively constructed 
out of waste materials. On one occasion a number of offi- 
cials and others visited the works and desired to see the 
canal. It was raining, and there was no means of dry con- 
veyance except the car, into which tae visitors entered, and 
Mr. Kinder quietly hooked on the ‘‘Rocket” to draw it, telling 
Mr. Tong-kin-sing that, the day being wet, nobody would be 
looking. ‘The directors protested in the most formal man- 
ner, but went. The whole party were pleased with the 
excursion, and so the railway became a fait accompli. The 
Viceroy, who was secretly delighted tbat so much had been 
done without the heavens falling or the earth quaking, 
assented to the engine being run regularly, only enjoining 
on the managers the desirability of thrusting their heads 
rather deep in the sand $0 as to escape observation. Two 
new locomotives, with other rolling-stock, were soon ordered 
from England, and the ‘** Rocket” having fulfilled its mission, 
is now preserved lovingly in a shed, where Mr. Kinder, with 
justifiable pride, shows the pioneer locomotive of China. 

he railway is but seven miles long, but it is the point of 
the wedge which is destined to split the rock of Chinese 
stagn.ztion.— Engineering. 








THE SCRAP HEAP. 


Veteran Conductors. 


On the New York Central & Hudson River Railroad there 
are 25 conductors running on the Hudson River Division 
and 32 on the Central whose trips are out of Albany on pas- 
senger trains, andthe majority have been running over 10 
years, while several have been identified with the road nearly 
40 years. Among the veterans on the Hudson River road 
Mr. John Youngs takes the lead, having been a conductor 
for about 30 years. Mr. Henry Failes accepted the position he 
now holdsin 1866, going to Albany from the Rutland & 
Washington Railroad. Mr. George Parsons has been conduc- 
tor 28 years. ‘‘ Doc” Clow was baggageman for 20 years 
and reluctantly surrendered his car five years ago to 
take a conductorship. Mr. Charles Smith has been con- 
ductor since 1866, and was baggage-master prior to that. 
Mr. John Weeks has been running the fast train since 1870, 
and has been in the service 23 years. Mr. Phil Kinney’s 
bistory as conductor dates back 25 years. Mr. John Cluett 
ran the Tarrytown express to New York for 14 years and 
has been five years on this division. Conductor James 
Halley was a ‘handy man.” Formerly he was yardmaster 
in Greenbush under the old management, but at the time of 
the change went to New York, in the freight department, 
with Mr. Haskell. For eight years he has held the position 
of conductor. Hehas been employed by the company for 33 
years, On the Central, Mr. Sylvester Piper has been running 
passenger trains about 40 years, and his brother, Mr. Frank 
Piper, basserved in that capacity for a quarter of a century. 
Mr. Geo. L. Coates is also a veteran, as is also Mr. James 
Brethers, who bas had control of the Utica accommodation 
train alone for 11 years. Before that time he was for many 
years conductor of the emigrant train. Mr. Andrew Get- 
man has a record of many years. It will be remembered 
that he was tendered a resoluticu of thanks by Congress for 
saving the passengers of his train five years ago, when the 
baggage car took fire. Mr. Vickey Smith has done faithful 
service as conductor since the consolidation of the Troy & 
Schenectady road in 1858.—Albany (N. Y.) Journal. 


A Trial Trip on the Narrow-Gauge. 


A portly, jolly Falstaff aboard a New York train a day or 
two ago leaned back in his seat and revived the fire of his 
pipe. 

‘** Please accept a cigar,” said a traveling companion. 

‘Thank ye,” said the Falstaff. ‘* Cigars are a little be- 
yond my reach justnow. I’ve been railroading ever sinceI 
was 17 years old, and I never saw times as hard as they are 
now on the main line, and the same onthe branch. Weare 
working 15 daysa month or thereabouts. I tell you if some 
of us don’t do better, we'll freeze out. You see they have 
got those bogs over there now and two crews toa hog.” 

** What in the name of common sense is a hog ?” 

‘““Why a hog’s a mogul engine. I’ve heard fellows say 
that they’d like to have ’em all on a trestle, and then see all 
of them go duwn. You see, they pull more than twice as 
many cars as a little engine, and since the company has got 
?em lots of men has been thrown out of work. It’s no worse 
on our road than others. I suppose. I’ve been up to Cleve- 
land toget passes to the West. I’m going out to Nebraska 
to try to get steady work.” 

‘* Why don’t you try some of the new roads io the state?” 

**] did run an engine one trip on the narrow gauge, from 
Dayton to Delphos. I didn’t know the road but I had a fire- 
man who did, and [ hitched on toa freight due to leave at 
10a.m. Well,sir, we did’t get out until 4 in the afternoon. 
The sand pipes were clogged up and a drizzling rain was 
falling. The wheels slipped and we were all night and the 
next day getting down to Delphos. Every toolI had on the 
old scrap heap was a monkey wrench and a cold chisel. 


Going down a steep grade the pin flew out of the rod, and as 





there wasn’t an extra oneand no axe to make a wooden one, I 
had to go over to a farm house and borrow an axe of a 
farmer. Ifixed up a wooden affair and we finally reached 
Delpho:. WhenI got thereI resigned at once, and they owe 
me the trip yet.”—Cleveland Herald. 


The Hat Trick. 


He entered the coach like a man who owned stock in the 
road and dropped into a seat nexta window. When the 
train started hetook from his pocket a little piece of card- 
board, which he stuck in the band of his old stove-pipe bat. 
Presently the conductor entered the car. The man with the 
hat was interested in the scenery, and did not look round. 
When the conductor got within two seats of him bis interest in 
the landscape became greater, and he stuck his head and hat 
out of the window in order to get full benefit. The manipulator 
of the punch tapped the scenery student gently on the 
shoulder, with the usual request, ‘* Ticket, please.” Like a 
man suddenly roused from a deep reverie, the passenger 
started and quickly drew his head in. This operation was 
only partially successful, however, the sash striking the hat 
and knocking it off his head and out of the car. 

‘* What do you mean? You have lost my hat! Stop the 
car and let me get it at once or I will sue you for damages,” 
irately remarked the traveller. 

The train was going 40 miles an hour, and tostop and 
back would have caused the loss of at least 15 minutes. 
This was out of the question. The conductor considered and 
concluded he could not stop. He once more asked for the 
ticket, but in a wild, hesitating manner, as if he didn’t 
know what else to say. 

‘* My ticket !” said the man of the lost hat. ‘ My ticket ! 
didn’t you see it sticking in the band of the hat you bung- 
lingly, carelessly knocked out the window? Oh, you bave 
nerve, you have! But I shall report you to my friend, 
Harahan, and have you dismissed, [ shall.” And the con- 
ductor passed tremblingly on his dreary way, while the 
man whose friend was the general manager spread himself 
out on two full seats and took a nap. When the beat left 
the car at Nashville a little slip of paper was found lying on 
the seat he had occupied, On it was scribbled: 

“Mr, ConDUCTOR—this is a old trix, but it wurked butiful. 
that hat cost 50 cts. at Louisville, which I beat my way 
witb. the fair is 5 fifty and i safe the 5. yourstill nex 
time.”—Louisville Courier-Journal. 


The Way Ladies Take Tickets. 


The Isle of Man is a small possession of the British Crown, 
situated half-way between England and Ireland. It bas its 
own Senate and House of Representatives, called the House 
of Keys, which pass laws and have long ago abolished the 
tax on whisky. It likewise possesses a race of ,tailless cats, 
and a narrow-gauge railroad. 

The women there, however, appear to behave just as they 
do in better known parts of the globe, as witness the follow- 
ing conversation between two ladies at the ticket office 
window as described by the Railway and Tramway Ex- 
press: 

Pr Well, Liza, is it to Port Erin you’re going, or to Castile- 
town?” ‘ 

‘**T told you I wanted to go to Port Erin, because its twice 
as nice, but of course I'll leave it to you. You always have 
your own way.” 

** Well, now, thatis good!” (This in a tone of subdued 
scorn.) ‘I declare I never did meet such a positive woman 
as youare.” To the clerk: ‘‘Two tickets to Castletown, 
there and back, please.” 

The clerk: ‘‘ What class, ma’am ?” 

“Third. It will do well enough.” 

“Ob, no. If you’re only going to Castletown, Mary, let 
us go first. Its twice as comfortable.” 

‘First, then, please. Anything to suit you, Liza ” 

‘Oh yes, but you wouidn’t go to Port Erin to suit me, al- 
though you know I am dying to see it.” 

**And you know that I am simply longing to see the 
prison, where they pick oakum and break stones.” 

** Aye, I suppose you want to pretend you were never in a 
prison before ?” 

‘Well, here then, since you won’t be satisfied, Liza ! 
Change them, please, for two tickets for Port Erin.” 

The clerk : ** What class, ma’am ?” 

‘Oh, first, of course, Mary. We couldn’t go third here.” 

‘* No, indeed, Liza, when you must go such a distance third 
is good enough. Besides, nobody here that we know will 
see us. But, of course, if you are too proud to come third 
with me, you can go by yourself, and very welcome, Liza.’’ 

The clerk here throws them their tickets, and calls out 
‘*next, please,” in a cone not to be mistaken. 


Gimeend : Railroad Blews. 








MEETINGS AND ANNOUNCEMENTS. 
Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

East Tennessee, Virginiu d Georgia, annual meeting, at 
the office in Knoxville, Tenn., Nov. 12 

Evansville & Terre Haute, annual meeting, in Evans- 
ville, Ind., Oct. 20. 

Manhattan, annual meeting, at the office in New York, 
Nov. 12, at noon. 

Memphis & Charleston, annual meeting, in Huntsville, 
Ala., Nov. 13. 

New York, Lake Erie & Western, annual meeting, at the 
office in New York, Nov. 25. 

Rochester & Pittsburgh, annual meeting, at the office, No. 
20 Nassau street, New York, Nov. 12. 

Western Maryland, annual meeting, at Hillen Station in 
Baltimore, Oct. 15. 


Dividends. 

Dividends upon the capital stocks of railroad companies have 
been declared as foliows: 

Atchison, Topeka & Santa Fe, 14¢ per cent., quarterly, 
payable Nov. 15, to stockholders of record on Oct. 11. 

Baltimore & Ohio, 5 per cent., semi-annual,.on both 
Main Stem and Washington Branch stock, payable Nov 1. 

Long Island, 1 per cent., quarterly, payable Nov. 1. 
Transter books close Oct. 15. 

St Paul, Minneapolis d& Manitoba, 114 per cent., quar- 
terly, payable Nov. 1. Transfer books close Oct. 18. The 
company reduces its dividend from 2 to 1!¢ per cent. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

American Street Railway Association, annual conven- 
tion, in New York, on Wednesday, Oct. 15. 

Southern Railway d& Steamship Association, annual con- 
vention, in Atlanta, Ga., on Wednesday, Oct. 15. 

Order of Railway Conductors, annual meeting of Grand 
Division in Boston, on Tuesday, Oct, 21. 


Brotherhood of Locomotive Engineers. 


Tbe annual convention of the Brotherhood of Locomotive 
Engineers began in San Francisco Oct. 1, a large number of 
delegates being present. The opening session was public, 





an address of welcome being delivered by the Mayor of the 
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city, and an auprersiate answer made. Grand Chief- 
Engineer Arthur then delivered his annual address. 

The business sessions, which continued during the week, 
were, as usual, held with closed doors. It is understood that 
important business was transacted. 


Southern Time Convention. 


At the meeting of the Southern Time Convention in New 
York it was resolved to continue the schedules now in force 
for through trains; local changes to be determined by the 
several roads and to take effect Oct. 12. 

With regard to the question of uniform train siguals, the 
Secretary stated that the report submitted to the last con- 
vention had been sent to all the railroad companies. Up to 
date answers had been received from companies operating 
49,244 miles of road, the vote by mileage being as follows: 
Will adopt the proposed system with the Fall change of 
time-tables, 19,003; will conform to the system at a later 
date, 677; will adopt portions of the system, 4,461; will 
adopt the proposed system provided it is adopted by con- 
necting roads, 25,103. The Convention then passed. a reso- 
lution in favor of the adoption of the system of train signals 
proposed by the Committee. 

It was resolved to hold the next Conveution in New Or- 
leans on the last Wednesday in March, 1885. 


Master Mechanics’ Association. 


The Supervisory Committee, Messrs. Wm. Woodcock, First 
Vice-President, George Richards and J. H. Setchel, Secre- 
tary, have issued the following circular : 

‘ft is with deep pain and regret that we announce to you 
the death of our beloved President, John H. Fiynn, which 
occurred Oct. 1 at his home in Atlanta, Ga. By the terms 
of our by-laws, J. Davis Barnett, the First Vice-President, 
becomes President, and all communications intended for 
that official should be addressed to him at Port Hope, 
Ontario.” 

The Secretary, Mr. J. H. Setchel, issues the following cir- 
cular to members of the Association : 

‘Promotions, consolidations of roads and changes of loca- 
tion have been so frequent of late that the address of mem- 
bers in the last annual report is in some instances incorrect, 
and I will be under obligations, if, where this is the case, the 
member will send me a correction at the earliest possible 
moment. 








ELECTIONS AND APPOINTMENTS. 


Blue Line.—Mr. D. E. Partridge has been appointed New 
Ragland Agent, with office in Boston, in place of Wm. Garty, 
resigned. 





Brotherhood of Locomotive Firemen.—At the annual 
convention in Toronto the following officers were elected for 
the ensuing year: Grand Organizer, S. M. Stevens; Grand 
Secretary, Eugene F. Debs; Executive Committee, Messrs. 
Vaughn, Burns, Dyer, Mayo and Wilson; Trustees, Messrs. 
Cripps, Hynes and Tucker. 


Buffalo, New York d& Philadelphia.—Mr. J. A. Fellows 
has been appointed General egy ~ Agent, with office 
in Buffalo, N. Y., in place of Wm. S. Baldwin. resigned. 


Chicago & Atlantic.—Mr. J. D. Kershiw has been ap- 
pointed Auditor in placa of Mr. Russell Elliott, resigned, to 
date from Oct. 1. 


Chicago & Eastern Illinois.—At the annual meeting in 
Chicago, Oct. 8, the old directors and officers were re-elected 
without change. 


Chicago & Grand Trunk.—Mr. W. H. Dunwoodie 
been appointed Acting Train master in place of J. K 
Agnew, resigned. 


Ss 
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Chicago & Western.—At the annual 4. in Chicago 
last week the following officers were elected: President, H. 
B. Coxe; Vice-President, George Merry weather; Directors, 


H. B. Coxe, George Merryweather, E. B. Coxe, E. B. Ely 
and A. B. Coxe. 


Chietgo & West Michigan.—Mr. J. B. Mulliken, Vice- 
President, has issued the following notice: ‘Mr. J. K. V. 
Agnew is appointed Assistant General Superintendent of 
this company, with headquarters at Grand Rapids, Mich., 
to take effect Oct. 1. He will have charge of all trains and 
station service and the distribution of cars, and is author- 
ized to make such changes in his department as he may deem 
for the best interest of the company.” 


Duluth & Tron Range.—The officers of this company 
are as follows: C. Tower, Jr., President, Duluth, Minn. ; 
George C. Stone, Vice-President and Treasurer, St. Paul, 
Minn.; 1. P. Beck, Secretary; R. H. Lee, Chief Engineer and 
Superintendent; George H. White, Assistant Superintendent; 
Two Harbors, Minn.; A. H. Viele, Auditor; H. F. Taomp- 
son, Solicitor; general offices, Duluth, Minnesota. 


Louisville & Nashville.—At the annual meeting, held in 
Louisville, Oct. 1, the following directors were elected for 
the ensuing year, viz.: Jobn A. Carter, J. H. Lindenberger, 
Milton H. Smith, John D. Taggart, Jas. Trabue, Jas. B. 
Wilder, Louisville; Heman Clark, Fredk. W. Foote, 
Edward H. Green, Ex. Norton, John D. Probst, J. 8. 
Rogers, W. 8. Williams, New York. The officers elected 
were : Milton H. Smith, President; Ex. Norton, Vice-Presi- 
dent; A. M. Quarrier, Second Vice-President; R. K 
Warren, Secretary. 


Louisville, New Orleans & Texas.—Mr. E. Anderson has 
been appointed Master Mechanic. He was recently on the 
Illinois Central road. 


New Hampshire Railroad Commission.—Mr. E. J. 
Tenney, of Claremont, has been reappointed a member of 
the Board of Railroad Commissioners of New Hampsbire for 
three years. He has already served one year in the board. 


New York, West Shore & Buffalo.—Mr. W. E. Everest 
is appointed General Western Freight Agent of this c»m- 
pany, with office at No. 75 Clark street, Chicago, appoint- 
ment to date from Oct. 1. 


St. Paul & Duluth.—Mr. Jobn Hill having resigned as 
Master Car-Builder for this company, the duties of the 


office are assumed by Mr. Charles F. Ward, Master Me- 
chanic, from Oct. 1. 


Union Oe Pag D. D. Davis has been appointed 
a of Freight Receipts in place of John G. Taylor, 
resigned, 


Mr. J. A. Monroe has been appointed First Assistant 
General Freight Agent, with office in Kansas City, Mo., and 
will have charge of the freight business of the Kansas 
Division, 

Utah Central.—The following circular is dated Sept. 29 : 

**Mr. John Reeve is hereby appointed General Agent of 
the Utah Central Railway, with office at Salt Lake City, to 
take effect Oct. 1, 1884, 

‘““Mr. John H. Hummel, Jr., is hereby relieved of the 
duties of General Agent, his appointment as Train Dispatcher, 
in addition to his duties as Agent of Salt Lake City Station, 
requiring his whole attention.” 


Vicksburg, Shreveport d& Pacific.—Mr. 8. Bennett has 
been appointed Master of Transportation of this road. 


Western & Atlantic.—Mr. Alton Angier bas been ap- 
pointed Assistant General Passenger Agent, with office in 
Atlanta, Ga. He was recently on the Cincinnati, New Or- 
leans & Texas Pacific road. Mr. Lamar Coilier has been ap- 
pointed Master Mechanic and Master Car-Builder in place 
of John H. Flynn, deceased. He was Foreman of the shops 
under Mr, Flynn. 


Wesiern Union Telegraph.—At the annual meeting in 
New York, Oct. 8, the following directors were elected, Mr. 
Morgan taking the place of the late Augustus Schell, and 
Mr. Van Nest succeeding C. C. Baldwin: Norvin Green, 
Jobn T. Terry, George D. Morgan, Jay Gould, Russell Sage, 
Alovzo B. Cornell, Jobn Pender, M. P., Percy R. Pyne, 
Hugh J. Jewett, Frederick L. Ames, John Hay, William D. 
Bishop, Samuel Sloan, Erastus Wiman, John J. Astor, 
Thomas T. Eckert, John Van Horne, Harrison Durkee, Sid- 
ney Dillon, Cyrus W. Field, George J. Gould, Henry 
Weaver, Robert Lenox Kennedy, J. Pierpont Morgan, C. P. 
Huntington, George B. Roberts, Frank Work, Chauncey M. 
Depew, Abraham R. Van Nest. 








PERSONAL. 





—Mr. J. K. V. Agnew has resigned his position as Train- 
master of the Chicago & Grand Trunk road. 


—Mr. Wm. Garty, for 13 years New England Agent of 
the Blue Line, has resigned and will engage in the wholesale 
tobacco business in Cincinnati. 


—Gen. Egbert L. Viele, a well-known engineer, and now 


been nominated for Congress by the Democrats of the 
Thirteenth New York District. 


—Mr. Charles Paine, late General Manager of the New 
York, West Shore & Buffalo Railway, who because of very 
poor health resigned his position and went to Europe last 
December, has returned in perfect health and vigor. 


—Judge Epbraim M. Johnson, an old and respected citizen 
of Gainesville, Ga., died suddenly at that Place, Sept. 26. 
He was one of the first directors of the Atlanta & Rich- 
mond Air Line, and an active worker in its construction. 


—Mr. Samuel Schoch, late General Manager of the Mar- 
quette, Houghton & Ontonagon road, has been presented by 
the employés of that road with a valuable diamond ring and 
stud, with an address expressing their esteem for him and 
their regret at parting with him. , 


—Mr. Philip Quigley died at Wilmington, Del., Oct. 4 
after a short illness. e was about 65 years old, and widely 
known as a contractor and builder. He was one of the con- 
tractors engaged in building the Philadelphia, Wilmington 
& Baltimore Railroad; built several Virginia railroads, and 
was one of the contractors for the Philadelphia Centennial 
Exposition building. 


—Mr. John C. Ellis died on bis farm near Schenectady, 
N. Y., Oct. 4. He was one of the owners of the Schenec- 
tady Locomotive Works, and was for several years Presi- 
dent of the company, succeeding his father about 1878 and 
serving for several years, when he retired and was suc- 
ceeded by his brother, Mr. Charles G. Ellis. Mr. Ellis took 
much interest in politics, and served one termin the Legis- 
lature from his county. 


—The executors of the late Sir William Siemens announce 
that his practice as consulting engineer in connection with 
his patents for regenerative gas furnaces and iron, steel and 
glass processes, will be continued by his brother, Mr. Frederick 
Siemens, who was engaged with Sir William in developiog 
these processes and in introducing them, Sir William having 
charge of their introduction in England, the west of Europe 
and America. Mr. Frederick Siemens will be represented in 
this country by Messrs. Richmond & Potts, No. 1001 Chestnut 
street, Philadelphia. 


—At a meeting of the employés of the Western & Atlantic 
shops in Atlanta, Ga., Oct. 4, the following preamble and 
resolutions were unanimously adopted : 

“*Death has invaded our ranks and taken from our nnm- 
ber our much beloved and honored Master Mechanic, Capt. 
John H. Flynn, it is with bowed heads and weeping hearts 
that we are called upon to express our sorrow in the keen 
loss we feel in being deprived of him who was a faithful 
friend to each of us, and whose counsel we received as ten- 
derly as from a father. To say that we miss him is but a 
shade of the true expression of our sad hearts. He is gone, 
and in view of the long and intimate relations which he has 
sustained to us as Master Mechanic, during which time his 
mavy noble traits of character, his sympathy, kindness, 
forgiving spirit has been shown to us in many ways and 
have greatly endeared him to us. 

“‘Therefore be it resolved, That in the death of Capt. 
John H. Flynn, the Western & Atlantic Railroad has lost a 
faithful servant, the employés in the shops a devoted friend 
and the community a good and valuable citizen. 

Resolved, That those of us who have known him so long 
and intimately, loved and appreciated with our whole souls; 
and his being taken from us will leave a void which only He 
who rules all our destinies can heal. 

** Resolved, That his many noble deeds willever live green 
in our hearts, and we who were nearest to him will ever 
cherish and honor bis memory. 

** Resolved, That we deeply and tenderly sympatbiz2 with 
his family in this their hour of affliction, and we devotedly 
commend them to Him who is a comforter and shield to the 
widowed and the fatherless. 

** Resolved, That these resolutions be transmitted to the 
family of the deceased as a token of our respect and venera- 
tion of a loveable character ; of a good man gone to bis rest, 
aud of the interest felt by bis people in those he loved and 
cherished best.” 








TRAFFIC AND EARNINGS, 


Cotton. 


Cotton movement for the crop year (from Sept. 1) to Oct. 3 
is reported by the Commercial and Financial Chronicle as 





follows, in bales: 

Interior markets: 1884. 1883. Inc. or Dee. P. c. 
RII 5. babs 0054 ces asso ¢558 217,539 345,7 D. 128.227 34.2 
Shipments............ .... .e 189.539 288.676 D. 99,137 34.3 
4 ) i eters 49,497 137,546 D. 88,037 63.8 

Seaports; 

Receipts. .......... 3, 484,968 D. 59,322 12.2 

i Rl in el le i IF Re 142,729 185,454 D. 42,725 23.1 
WE ante rctite civhavetsnse oe 301,612 404,498 D. 102,886 25.4 


The movement of the crop this year is somewhat later than 
a year ago, and for the first week or two was very light. It 
is now increasing, and for the week ending Oct. 3 the sea- 
port receipts were greater than last year. 

The Chronicle says: ‘‘In the table below we give the re- 
ceipts from plantations, and add to them the net overland 
movement to Oct. 1, and also the takings by Southern 





P 
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spinners to the same date, so as to give substantially the 
amount of cotton now in sight: 

1884. 1883. 18382. 1881, 
Receipts at the ports to Oct. 3.. 425,646 484,968 476,840 604,587 
Interior stocks on Oct. 3 in ex- 
cess of Sept.1... 0 ...........4. 32,282 88,380 69,377 110,134 


Tot. receipts from plantations..457,928 573,348 537,217 714.721 
Net overland to Oct. 1.......... 12,391 19,235 17,680 30,896 
Southern consumption to Oct. 1. 28,000 30,000 28,000 


To'alin sight Oct. 3.... . ...498,319 622,583 582,890 765,617 


Northern spinner’s takings to 
Oct, 3 106,360 145,197 129,514 127,026 
‘It will be seen by the above that the decrease in amount 
in sight Oct. 3, as compared with last year, is 124,264 
bales. The decrease as compared with 1882 is 84,578 bales, 
and with 1881, 267,298 bales.” 


Railroad Earnings. 


Earnings of railroad lines for various periods are reported 
as foliows: 


Nine months ending Sept. 30: 
854. 











1 1883. Inc. or Dec P.c. 
Canadian Pac.... $3,993,832 $3,845,226 I. $148,606 2.9 
Central Iowa..... 1,032,119 914,781 IL. 117,338 128 
Chi. & Alton 6,332,115 6,358,983 D. 26.868 0.4 
Chi. & East. Ill.. 1,128,024 1,221,598 D. 93,57: 7.7 
Chi , Mil. & St. P. 16,405,000 16,590,115 D. 185,115 11 
Chi. & Nor’west.. 16,866,284 18,100,973 D. 1,234,689 6.8 
C.,St.P.,.M.&0O. 4,100,044 3,827,065 I 272,979 7A 
Cin., Ind., St. L. & 

| es 1,781,985 1,844,658 D. 62,673 34 
Louis. & Nash... 9,891,129 10,085,465 D. 194,336 1.9 
Mil., L.S. & W 813,494 759,527 1 53,967 7.1 
Mil. & Northern 377,494 346,770 I. 30,724 89 
No. Pacific.. .... 9,265,496 6,619,621 I. 2,645,875 40.0 

eoria, Dec. & 571,391 528,483 LL 42, 8.1 
Roch, & Pitts.. 846,054 423,604 I. 422,450 99.7 
St.L.& SanFran. 3,374,232 2,723,033 IL 651,199 2.9 
St. P. & Duluth.. 1,005 935,466 D. 44,461 4.7 
st. P.,M.& Man. 5,637,058 5,932,725 D, 295,007 5.0 

Eight months ending Aug. 31: 

Atch.,T. & 8. F.. $10,339,773 $10,147,610 IL. $192,163 1.9 

Net earnings... 4,639,700 5,361,044 D. 721,344 13.5 
Chi., Bur. & Q.. 15,798,715 15,725,032 I. 73,683 0.5 

Net earnings... 7,030,778 7,463,098 D. 432,320 58 
Cleve , Col., Cin. 

| rr 2,429,897 2,813,418 D. 383,521 13.6 
E. Ten., Va.& G. 2,455,039 2,509,638 D. 54,599 22 

Net earnings 842,720 952,700 D. 109,980 11.6 
Minn. & St.L . 1,156,710 1,030,570 I. 126,240 14.2 
Mobile & Ohio 1,245,084 1,254,l04 D. ,110 0.7 

Net earnings... 233,562 262,049 D. 28,487 10.9 
N. Y.& N. Eng... 2,168,506 2,377,290 D. 208,784 8.8 

Net earnings... 38,899 363,996 1. 74.903 20.6 
South Carolina.. 701,314 794,164 D. 92.850 11.7 
Union Pacific... 15,871,292 17,938,160 D. 2,066,868 11.5 

Net earnings... 6,498,863 8,714,457 D. 2,215,594 25.4 

Month of Jag 4 
Atch.,T. & 8. F. $1,391,319 $1,452,906 D. $61,587 4.2 

Net earnings... 619,987 64,364 D. 244,377 28.3 
Chi., Bur. & Q.... 2,447,494 2,495,124 D. 47,630 1.9 

Net earnings. . 1,829,014 1,296,597 L 32,417 2.6 
Cleve., Col , Cin. 

i” 328,860 446,797 D. 117,937 26.6 
Connotton Val... 34,933 40,498 D. 5,565 13.7 

Net earnings... 15,22 16,324 D. 1,088 6.8 
E. Ten., Va. 312,723 362,564 D. 49,841 13.7 

Net earnings... 124,697 178,048 D. 53,351 30.0 
Mobile & Ohio... 143,606 56,584 D. 12,978 83 

Net earnings... 17,928 29,186 D. 11,258 38.8 
Minn. & St. L ... 158,009 128.291 I. 34,718 28.2 
N.Y. &N. Eng. 300,794 391,825 D. 91,031 282 

Net earnings. .. 89,625 137,600 D. 47,975 34.8 
N. Y., Ont. & W.. 206,442 175,496 L 30, 17.7 
Oregon & Cal ... 80,280 81,057 D. 77 0.0 
South Carolina. . 64,719 85,854 D. 21.135 24.6 
Union Pacific.... 2,430,155 2.477.402 D. 47,247 1.2 

Net earnings... 1,328,684 1,100,132 I. 228,552 20.8 

Month of September : 

Canadian Pacific. $632,000 $494,000 I. $138,000 28.0 
Central Iowa..... 148,990 115,651 IL. 33,339 28.7 
Chi. & Alton..... 882,556 934,944 D. 52,388 5.6 
Chi. & East. Ml. 154.313 155,537 D. 1,224 0.8 
Chi., Mil. & St.P.. 2,201,000 2,220,684 D. 19,684 0.9 
Chi. & Northwest. 2,313,685 2,647,968 D. 334,283 12.6 
Chi., St. P.,M. & 

Dis ncaby cheba as 519,500 523,800 D. 4,300 0.8 
Cin., Ind., St. L. & 

5 Rr 245,578 249.886 D. 3,308 13 
Detroit,Lan.& No. 124,424 156,036 D. 31,612 20.3 
Lake Er. & West. 146,000 148,000 D. 2,000 14 
Louisv. & Nash. 1,151,720 1,334,179 D. 182,459 13.7 
Mil., L. 8. & W.. 97,3) 91,108 I. 6,288 6.9 
Mil. & Northern.. 42,873 39.040 I. 3,833 9.8 
Northern Pacific. 1,236,505 1,194,714 I. 41,851 3.5 
Peoria, Dec. & E. 71,463 72,447 Dz. OR4 14 
Roch, & Pitts.... 106,809 83,30L I. 23,508 28.2 
St. L. & San F.. 454,482 $76,522 I. 77,960 20.7 
St. P. & Duluth.. 154,56 142,878 I. 11,631 8.1 
St. P., M. & Man. 813,108 777,804 I. 35,304 435 

Third week in September : 

Bur., C. R. &N.. 58,995 $60,128 D. $1,135 1.9 
Chi. & W. Mich.. 26,770 32,901 D. 6,131 9.6 
Flint & Pere M.. 38,371 53,955 D. 13,584 26.1 
Fla. Ry. & N. Co. 14,284 18,520 D. 4,236 22.9 
Grand Trunk ... 609 418,188 D. 29,579 7.1 
Ind.,Bloom. & W. 72,309 68.957 I. 3,352 49 
Long Island..... 68,727 67,022 I. 1,705 2.5 


Weekly reports of earnings are usually estimated in part, 
and are subject to correction by later statements. 


Grain Movement, 
“or the week ending Sept. 27, receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past nine years : 


North- -—Northwestern shipments .-—~ 

western P, @, Atlantic. 
Year receipts Total. By rail. Byrail. receipts. 
1876 ....6.476,942 4,660,252 1,650,858 35.4 4,093,200 
1877..... 6,686,166 6,141,867 924,A12 15.0 5,728,503 
i878..... 6,516,7 9,623,837 1,165,641 20.8 6,751.531 
1879..... 8,354,792 4,994 530 1,485,981 20.8 8.538, 581 
1880..... 9,171,857 6,192,815 2,026,090 32.7 6,616,781 
1881. ....5,914,832 3,589,227 2,241,992 62.5 5,173,070 
L208....00 6,133,168 4.634.552 1,348,494 37.1 3,903,484 
1883..... 7,873,281 6,382,053 2,280,514 35.7 5,792,379 
1884... .8,257,858 5,171,052 2,471,086 47.8 4.634,348 


Thus the receipts of the Northwestern markets for the 
week this year were 384,000 bushels more than in the cor- 
responding week of last year and larger than in any other 
year except 1880 and 1879, There were, however, 281,000 
bushels less than in the previous week of this year, and less 
also than the week before. This was the week of the Chi- 
cago corn corner, but the corn receipts of that market were 
but 150,000 bushels more than the week before, and the 
total Northwestern corn receipts were but 96,000 bu-hels 
larger. Compared with the previous week, there was little 
change in total grain receipts at Chicago, a large increase 
at Milwaukee, where they were the largest for a year, a 
considerable decrease at Toledo, a large increase at Detroit, 
and a large decrease at Duluth, whose receipts, however, 
were larger than ever before, except in the two weeks pre- 
vious and in one week of 1882. The wheat receipts of St, 
Louis have fallen off very largely, hut they have largely in- 
ec at Detroit, and considerably at Milwaukee. 

The shipments of the Northwestern markets for this week 





were 1,211,000 bushels less thar in the corresponding week 
of last year and also less than 1877, 1878 and 1880, but 
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larger than in the other years. They were, however, 805,- 
000 bushels less than the week before, and the smallest for 
five weeks. The rail shipments, which were doubtless 
largely or chiefly at less than the regular rates, were larger 
than in the corresponding week of any previous year, and 
the largest since June, when the rate was 15 cents. The 
shipments down the Mississippi were 97,467 bushels. 
he receipts of the Atlantic ports for this week to S2pt. 27 

were 1,108,000 bushels less than in the corresponding week 
of last year, more than in 1882, but with that exception the 
smallest since 1876. They were however with one excep- 
tion the largest since July. 

Exports from Atlantic ports in this week, for five years, 
have been : 





1880. 1881. 1882. 1883. 1884. 
Flour, bbls..... 139,425 117,265 149.872 196,073 193,463 
Grain, bu....... 6,566,953 3,053,148 3,396,682 2,684,301 1 562,621 
Total, bu .. .7,194,365 3,580,840 4,071,106 3,566,629 2,433,204 


Thus the exports this year have been rmouch less than in 
any of the other five. They were also the smallest this year 
since the first week of August, and with that exception 
were the smallest since March. x 


Coal. 
Anthracite coal tonnages for the nine months to Sept. 27, as 
given by the weekly statements ofthe companies, were 


as follows, the tonnage in each casa being only that origi- 
nating on the liae to which it is credited : 


1884. 1883. Inc. or Dec. P.c. 

Phila. & Reading ........ 7,307,635 8,798,223 D. 1,491,588 17.0 
No. Cent., Shamokin Di 746,884 912,449 D. 165,465 18.1 
Sun., Hazleton & W.B.. 213.984 114.375 I. 99,609 114.8 
North & West Branch... 685,337 362,464 I. 322,873 112.2 
Pennsylvania Canal..... 305,020 347,760 D. 42,740 12.3 
Pennsylvania& N. Y.... 164,53 155,600 L. 8,948 5.7 
Lehigh Valley........... 4,341,377 4,690,431 D. 348,054 7.4 
Del. Lacka. & Western. 3,694,067 3,646,107 IL. 7,960 1.3 
Del. & Hudson Canal Co 2,816,562 2,945,398 D. 128,836 4.4 
Pennsylvania Coal Co... 941,125 1,062,128 D. 121,003 114 
State Line & Sullivan... 49,071 43,873 I. 198 0.4 
Total anthracite. ..... 21,285,700 23,084,808 D.1,819,108 7.9 


New Jersey Central tonnage is included in that of the 
Philadelphia & Reading in both years. Some of the changes 
in tonnages are apparent only, being due to shipments of coal 
by new routes or by different lines. 

The tonnage for the corresponding period for eight years 
past, as given by these reports, has been as follows: 


ROBE. oo cincnesncsogness 21.263,700 | 1880.............0.+6- 16,756,070 
ere 23,084,808 | 1879... ...... ...- 19,262,150 
FEBS... 0-scccsesscesces By OT oe 12,147,543 
EBB L. onc sscesecscesacs 20,422,349 | 1877..... w...eceeeee 14,275,663 


The tonnage this year, although considerably less than 
for 1883, is still greater than for any previous year. From 
present appearances, however, the total for the full year 
may fall below that of 1882. 

Bituminous tonnages reported for the nine months end- 
ing Sept. 27, were as follows : 





1884. 1883. Inc.or Dec. P.c. 
Barclay R. R. & Coal Co... 223,166 235,220 D. 12,054 5.1 
Huntingdon & Broad Top.. 143,952 140,652 I. 3,300 2.3 
Cumberland, all lines ....2,080,722 1,861,353 I. 219,369 11.8 
Bellefonte & Snow Shoe... 133,681 173,331 D. 39,650 22.9 
Keating & Karthaus....... ae lL, @aSG8 .... 
SS Rare 2,292,793 2,064,651 I. 228,142 10.5 
Mountain District Pa. R. R. 283,243 315,653 D. 32,410 10.2 
West Penna. R. R......... 205,741 294.353 D. 88,612 30.1 
Southwest Penna. R.R.... 94,624 81,005 I. 13,619 16.8 
—_ et tes. poy 1,024,953 D. 64,651 6.3 
Monongahela Dis.,Pa.R.R. 110,575?) < oes 
Pittsburgh Dis., Pa. R. R.. 203,070; *41,9388 D. 128,293 29.0 
Total bituminous.. ...... 6,767,332 6,633,109 I. 134,223 2.0 


Here also some of the changes are due to the opening of 
new lines and changes in routes of shipments. The two dis- 
tricts of greatest importance, Cumberland and Clearfield, 
show considerable gains, but the minor districts, which de- 
pend Jargely upon the iron mills and furnaces for their 
market, nearly all show decreases. It is to be regretted 
that so few of the bituminous companies make returns, as 
the figures which can now be obtained give only a partial 
view of even the Pennsylvania bituminous trade, while 
from the country west of Pennsylvania there are no reports 
whatever. 

Coke tonnages for the nine months ending Sept. 27 are 
reported as follows: 


1884. 1883. Tuc. orDec. P.c. 

Bellefonte & Snow Shoe... 16,910 13,572 I. 3,338 24.5 
Mountain District, Pa,R.R. 99.285 195 I. 39,090 65.1 
West Penna. B.R......... 24,865 77,069 D. 52,204 67.8 
Southwest Penna. R.R.. ..1,625,030 1,554,160 I. 70,870 4.6 
_— pon ee a ag * = 164,476 D. 12,004 7.3 
Monongahela Div.,Pa.R.R, 56,041} eo on 
Connellsville, via Pa.R.R. 262,747 / 443,881 D. 125,093 28.2 
Total coke .........6..-+- 2,237,350 2,313,353 D. 76,003 3.3 


These tonnages are all over the Pennsylvania Railroad. 
The decrease in part is due to the opening of new lines into 
the Connellsville Region, which furnishes the greater part of 
the coke tonnage. 

The coal tonnage passing over the Pennsylvania Railroad 
Division of the Pennsylvania Railroad (which includes the 
main line between Philadelphia and Pittsburgh and its 
branches) for the nine months ending Sept. 27 was: 





1884. 1883. Inc. or Dec. P.c. 

re pete ne 7,523,788 6,568,011 1. 955,777. 14.6 
Goxe | So0'897 © -2'313.353 «iD. 80456 «388 
Wetec h 9,746,685 8,881,364 I. 865,321 9.7 


This includes all tonnage passing over the road, whether 
originating on the line or received from connecting roads. 
About three-fourths of the tonnage originates on the line. 

Actual tonnage passing over the Pennsylvania & New 
York road for the ten months of its fiscal year from Dec. 1 
to Sept. 27 was as follows : 





1884. 1883. Inc.orDec. P.c. 

REED v9 vxiccencnanne 1,076,210 983,091 93,119 9.5 
Bituminous .............. 252,972 268,964 D.15,092 5.6 
PO wacacccevis sencsue 1,329,182 1,251,155 I. 78,027 6.2 


The larger part of the anthracite is received from the 
Lebigh Valley Railroad, of which this road is an extension. 

Cumberland coal shipments for the week ending Oct. 4 
were 59,950 tons; for this vear to Oct. 4 they were 2,140,- 
672 tons, against 1,918,772 tons to the corresponding date 
last vear; an increase of 221,900 tons, or 10.4 per cent. 


Rates on Immigrants’ Movables. 
The lines in interest bave agreed upon the following rates 
from Chicago to Nebraska points: Columbus, Central City, 
Hastings, Grand Island, Kearney and Norfolk, $65; Lincoln, 
Beatrice, David City and Fremont, $55 per car load. From 
Detroit and Toledo the rate is $15 more, and from St. Louis 
and the Mississippi River points $10 less per car-load. 

The term “‘immigrant movables” will apply on straight 
car-loads of household goods or mixed car-loads of house- 
hold goods, second-hand farm implements, wagons and 
carriages, trees, shrubbery, live fowls, hogs, sheep, and not 
to exceed six head of horsesor cattle (except when destined 
to Fremont and Norfolk, to which points ten head may be 
included in car at immigrant rate), and one man may be 
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passed free one way with a car of immigrant movables con 


and care for same ; no pass will 
contains live stock of this description. 


Lake Superior Iron Ore. 


follows : 





Of the Marquette shipments 584,583 tons were delivered 


shipments 429,445 tons were from the Marquette District 
and 788,411 tons from the Menominee District. In addition 


local furnaces. 
tons. 
Southwestern Passenger Rates. 


to Kansas City have been sold from $7.50 down to $6 and 


St. Louis are also heavily cut in the outside tickets. 


East-bound Passenger Rates. 
A dispatch from Chicago, Oct. 6, says: ‘‘ The general pas- 


rates. 
these rates.” 

East-bound Rates, 
East-bound freight rates are now settled on the basis of 20 
cents per 100 lbs. for grain and 25 cents for provisions from 


tion of maintaining these rates. 


Rates to the Black Hills. 

The Chicago, Milwaukee & St. Paul road, in connection 
with the Evans Transportation Line, announces the follow- 
ing through tariff to the Black Hills : 

Freight without classification from Chicago, Milwaukee, 
or Racine to Rapid City, Fort Meade, and Sturgis City, 

2.50 per 100 pounds ; from St. Paul, Minneapolis, Wi- 
nona, LaCrosse or Sioux City, $2.25. From Chicago, Mil- 
waukee or Racine, to Deadwood, Crook City, Spearfish, 
Central City, and Lead City, $2.75 ; from St. Paul, Min- 
neapolis, Winona, LaCrosse or Sioux City, $2.50. 

This isa reduction in each case of 25 cents per 100 pounds. 


requiring special care in handling. 


Rates for Laborers Bound South. 
The following agreement for the conduct of labor business 


has been signed by the general passenger agents of the Iil- 
inois Central, the Alton, the Wabasb, the Panhandle and 
the Louisville, New Albany & Chicago roads: 

Chicago to Gross rate. Commission. Net rate. 
DO OS eee eee $10.09 $1.00 $9.00 
ES SE SO 10.00 1.00 9.00 
CN S54 canes creaheh sack 10.00 1.00 9.00 
Memphis 9.00 1.60 8.00 
ESO Sadceccsvaseey ssecad 5.50 50 5.00 
rer a 5.00 50 4.50 


“The laborers to be ticketed in parties of fiveor more on 
one solid ticket. No tickets covering a less number to be 
issued. No return orders to be issued good in exchange for 
tickets Northbound. 

“The above rates not to be given connections, but to be 
used only in ticketing business from Chicago proper; connec- 
tions to be given regular sheet rates only. 

‘‘Any breach of this agreement, intentional or uninten- 
tional, shall subject the offending party or parties to a fine 
of double the full and correct rates which should have been 
obtained on the business secured by such offending party or 
parties by such breach of agreemeut, and also, and in addi- 
tion, to the cost, if any, of arbitration. The amount of the 
fines to be equally divided between the lines parties to this 
agreement. 

“This agreement to take effect Oct. 1, 1884, and to re- 
main in force until it is mutually agreed to discontinue.” 

Transcontinental Association. 
Ata meeting held in Omaha, Oct. 1,a money pool was 
agreed on to continue from Oct. 1 to Dec. 31, the percentages 
of division to be settled by Mr. J. F. Tucker as Arbitrator. 
On the following day the agreement was signed and ar- 
rangements made to submit the necessary arguments to Mr. 
Tucker at once. The Association then adjourned until Dec. 
16 next, in Denver. 
California Wheat by Rail. 

A dispatch from San Francisco, Oct. 1, notes the shipment 
of 1,000 tons of wheat over the Southern Pacific road, bound 
for Liverpoul by way of New Orleans. The dispatch adds 


that the railroads are willing to take all the wheat offered 
at current rates, 


ern Pacific before, but the quantity was not great and the 
shipments did not continue long. 


Boston Traffic Notes. 
The Boston & Albany Railroad Co. delivered to the New 
York Central road, at Albany, 12,047 freight cars in Sep- 
tember, and 11,929 in August. There were received from 
in August. 


Transportation of Live Stock through Canada. 
A dispatch from Toronto, Ont., Oct. 6, says : 
quence of the receipt of a communication from the Secretary 
of the department of agriculture of Iowa, stating that 


regulations. 


Island Pond from the Grand Trunk. and at Black Rock and 


following among other conditions : 


across the river, and the cattle are to be reloaded in Grand 


when the American cars may be allowed to go through. 





taining horses, mules, cattle, hogs or sheep to feed, water 
2 granted unless the car 


Shipments of iron ore from ‘the Lake Superior region up to 
Oct. 1 are reported by the Marquette Mining Journal as 


over the Murquette, Houghton & Ontonagon and_ 195,656 
tons over the Marquette & Western road. Of the Escanaba 


to the lake shipments 19,736 tons of ore were delivered to 
Shipments of pig iron by lake were 13,660 


Rates from Chicago to Missouri River points are again un- 
settled and much cutting is reported. Tickets from Chicago 


$5. The immediate cause of the present trouble is the re- 
fusal of the Rock Island road to stop the issue of mileage 
tickets in payment for advertising. Rates from Chicago to 


senger agents of the roads running east from Chicago met 
here to-day to consider the notice of the Grand Trunk that 
it had reduced its rates to Buffalo to $11 first class and $8 
second class, because the Michigan Central had been cutting 
Tt was finally decided that all the roads should adopt 


Chicago to New York, and all parties announce their inten- 


Higher rates will be charged for perishable articles or goods 


Some shipments of wheat have been make over the Soutb- 


the New York Central in September 12,555 cars, and 11,882 


**1n conse- 


pleuro-pneumonia prevails in Illinois, General Manager 
Hickson, of the Grand Trunk Railway system, has issued a 
general order insisting on the strictest compliance with the 
The regulations permit the Grand Trunk to re- 
ceive live stock at Sarnia only, and the Great Western 
Division at Windsor, to be delivered across the frontier at 
Fort Erie, St. Armand or Rouse’s Point, via St. John’s or 


Suspension Bridge from the Great Western Division, on the 
All cattle brought to 
Sarnia are to be placed in the company’s isolated yard at the 
port of entry, where they are to be inspected. The American 
cars in which the cattle bave arrived are to be returned 


Truovk or other cars, unless there are not sufficient of os 

° 
Canadian cattle and no persons except those actually em- 
ployed for the special purpose of inspecting or taking care 
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of the cattle are to be allowed in the isolated yards. All 
droppings and all animals dying in transportation are to be 
carried across the frontier, and a sufficient quantity of 
straw, sawdust or other matter sufficient to absorb the 
droppings, is to be carried along. No Canadian cattle are 
to be carried on any train which conveys American cattle, 
nor are they to be carried on the return trains or on any cars 
which have been used for the transport of United States 
live stock until they are disinfected to the satisfaction of 











3884. 1883. Increase P. c. | the department.” 
From L’Anse ...... 57,436 52,457 4,979 9.6 
From Marquette... 780,239 530,750 249,489 7.0 
From Escanaba.... 1,217,856 1,081,284 136,572 12.7 RAILROAD LAW. 
From St. Ignace... 41,192 32,233 8,959 27.8 
— see ee — | Liability for Damage to Live Stock in Transit. 
Diba esis siuas 2,096,723 1,696,724 399,999 23.6 Hig: & 


in the case of the Central Railroad Co., appellant, against 
Bryan, the Georgia Supreme Court holds as follows, revers- 
ing judgment of the lower court: 

1. While in the absence of a special contract, the liability 
of a railroad transporting live stock is that of a common car- 
rier, and while it is bound to exercise extraordinary dili- 
gence, and would be liable for any loss not occasioned by the 
acts of God or the public enemy; and while a common car- 
rier cannot limit its legal liability by any notice given, either 
by publication or by entry on receipts given for tickets sold, 
it may make an express contract, and will then be governed 
thereby. The contract becomes the rule by which the parties 
are governed, instead of the general law governing common 
carriers, 

The charge of the court below as to the liabilities of com- 
mon carriers was inapplic ible and calculated to mislead and 
confuse the jury. 

2. Under the contract in this case the railroad was only 
bound for damages caused by the negligence of its servants 
or agent. It was not bound to feed, water or care for the 
mules transported, but that duty was assumed by the ship- 
per, to whom free transportation was furnished for that pur- 
pose. If, therefore, the mules sustained any injury or dam- 
age from want of food or water, the railroad is not liable 
therefor. 


Taxation of Sleeping Cars in Pennsylvania. 


In Pittsburgh, Ort. 6, in the appeal of Pullman’s Palace 
Car Co. vs. the Commonwealth of Pennsylvania, error 
to the Common Pleas Court of Dauphin County, the Penn- 
sylvania Supreme Court handed down the opimion that “a 
state has power to tax the gross receipts of transportation 
companies incorporated under its laws, and engaged in the 
business of transporting passenpers and freight out of, into 
and through and within the state. The Court below ruled 
that the act of 1879 was not in conflict with any provision 
of the Constitution of the United States. The statute, unless 
it is palpably unconstitutional, should be held valid by the 
state courts, for their docision that the statute is invalid is 
final. We are not convinced that it is unconstitutional, and 
therefore affirm the judgment on the opinion of the learned 
Judge of the Common Pleas.” 

The Supreme Court also gave the following additional 
opinicn in the case: ‘We think it very clear that the 
plaintiff in error is engaged in company in such a business 
within this commonwealth as to subject it to the statutes 
imposing taxation. While a tax on the capital stock of a 
company is a tax on its property and assets, yet the capital 
stock of a company and its property and assets are not iden- 
tical. The coaches of the company areits property. They 
are operated within the state. They are daily passing from 
one end of the state to the other. The fact that they are also 
operated in other states cannot wholly exempt them from 
taxation here. It reduces the value of the property in this 
state justly subject to taxation here. This was recognized 
in the court below, and we think the proportion was fixed 
according toa just and equitable rule.” 





OLD AND NEW ROADS. 


Anniston & Atlantic.—Track on this road is now laid 
to Sycamore, Ala., 14 miles southward from Talladega, and 
45 miles south by west from the starting point at Anniston. 
The grading is nearly completed to Syllacauga, 7 miles 
south of Sycamore, and track-laying on this extension will 
soon be begun. 





Atchison, Topeka & Santa Fe —This company’s 
statement for August and the eight months to Aug. 31 is as 
follows, including the Southern Kansas lines: 

August -——— 
4 1883. 





——-Eight months.-—-— 
‘ 1884. 1883. 
q 2,329 2.219 
339,773 $10,147,610 
700,073 4,786,565 


2,219 
$1.4 I06 
588,542 


Miles operated.. 
Earnings........ = 
Expenses... ... 


2377 
1,391,319 


52,f 
F71,352 8: 


$10, 
2 5, 








Net earnings.. $619,987 $864,354 $4,630,700 $5,361,045 
Per ct. of exps. 55. ! 40.5 55.1 47.2 

For the eight months the gross earnings increased $192,- 
163, or 1.9 per cent., while the expenses increased $913,- 
508, or 19.1 per cent., the result being a decrease of 
$721,345, or 13.5 per cent., in net earnings. 


Atlantic & Danville.—Chief Engineer J. W. Rollins, 
Jr., informs us that the track is now laid to the Nottoway 
River, 9 miles beyond the last point noted, and 29 miles 
from the starting point at Claremont Landing, Va., on the 
James River. The tracklayers will have to wait about three 
weeks for the completion of the bridge over the Nottoway, 
which will be 1,200 ft. long. West of the river 12 miles 
of road are graded and 300 men are at work, the force be- 
ing equal to the completion of two milesa week. Itis ex- 
pected that the track will reach Bellfield by Dec. 1 next. 
Atlantic & Pacific.—This company took formal pos- 
session of the Colorado Division of the Southern Pacific, 
from the Colorado River to Mojave, Cal., on Oct. 1, in pur- 
suance of the contract with the Central and the Southern 
Pacific companies, and on the same date began the running 
of trains through to San Francisco. 


Baltimore & Ohio.—On Oct. 3 official notice was sent 
to this company, inclosing a copy of the following resolution, 
passed by the board of directors of the Philadelphia, Wil- 
mington & Baltimore Co.: 

**Resolved, That this board do not consider that it is to 
the interest of this company to continue to run a special 
service or to haul the express, baggage or passenger cars of 
the Baltimore & Ohio Railroad Co. over its lines, and that 
in view of the notice heretofore given to the Baltimore & 
Ohio Railroad Co., the President be instructed to say that 
this company will cease to haul such cars over its lines on 
Oct. 12, 1884, but that it will receive passengers, baggage 
and express matter of the Baltimore @ Ohio Railroad Co. 
at the regular stations provided by this company in the city 
of Baltimore for receiving such business.” 

The notice, it will be seen has no reference to freight 
traffic. The reason assigned is that the service as heretofore 
conducted has not been profitable. 

What action the Baltimore & Ohio Co. will take is un- 
known as yet. Probably nothing will be done at once, but 
the building of the new line to Philadelphia will be hastened 
as much as possible. 

it is understood that notice of an intention to withdraw 
from the contract was sent to the Baltimore & Ohio in May 
last, but nothing further has been done until now, 
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Boston & Albany.—The contract for the grading and 
masonry of the new track required to complete the Newton 
Circuit Branch bas been let to James Hogan & Co., of Ash- 
_ Mass. ‘The work includes about three miles of road- 


Burlington, Cedar Rapids & Northern.—This com 

ny announces the completion of its Dakota Extension to 

uverne, Minn., 52 miles west by north from Lake Park, 
Ia., and 296 miles from Cedar Rapids. From Luverne 
northward about 25 :niles remain to be laid to reach Pipe- 
stone, from which point tracklaying isin progress. 

On the Clinton Division the track is now completed to 
Tipton, Ia., 17 miles east of Elmira, and work is advancing 
steadily. 


Canadian Pacific.—From a report of inspection just 
made by Mr. W. C. Van Horne, Vice-President of this com- 
pany, the following extracts are made : 

‘* Wishing to give all the time possible to our own work, I 
did not examine in detail the government work between 
Port Moody and Savonas Ferry, and as to this, I can only 
report that it is proceeding rapidly, the track havifig reached, 
at the time of my visit, a point near Spence’s Bridge, about 
160 miles from Port Moody, and the grading from there 
being so far advanced as to justify the belief that the track 
will be laid to Savonas Ferry before many weeks. The 
completion of the track to Savonas Ferry will be oi the 
greatest advantage to the company’s work, which com- 
mences at that point and is directly accessible from there by 
steamboats on the South Thompson River and the Shuswap 
Lakes for a distance of 108 miles. * * * 

‘From the favorable character of the work and the prog- 
ress already made, I think there will be no difliculty in com- 
pleting the mountain section within a year from this date, 
and for $4,000,000 less than the estimates of last winter. 
Within the same time the eastern section will also be com- 
pleted, so that by September next (1885) a through rail con- 
nection between Montreal and the Pacitic Coast will be 
established. There are no difficult engineering problems to 
be met; the work is simple and the cost easily calculated. 
I am happy to state, as one result of my trip, that my doubts 
about the value of the mountain section of the railway bave 
been entirely removed. In addition to the agricultural 
possibilities of the many valleys of British Columbia and its 
great mineral wealth, its magnificent forests alone will 
furnish a large and remunerative traffic for the railway. * * 

‘* Having now seen all of the line between Winnipeg and 
the Pacific, and having studied the prairie section with 
great care, I feel justified in expressing my opinion iv the 
strongest terms, that no mistake was made by the company 
in adopting the more direct and southerly route, instead of 
that by way of the Yellow Head Pass. The land along the 
northern route is undoubtedly good, but that along the con- 
structed line is as good as land can well be, and the worst of 
it would be rated as first-class in almost any other 
country. Reports about alkali districts and sandy 
stretches have been circulated by parties ignorant of the 
country. These reports have in some cases originated in 
malice, and in others from superficial observation. Tiere 
is no more alkali in the land on the prairie section of the 
line than on any other prairie section of the same extent 
in North America. There is no more of it in the prairie soil 
along the line than is required for the perfect growth 
of cereals. There is not one mile of the country where 
good water cannot be obtained, and, as three years’ exp:- 
rience leads me to believe, where there is not sufficient rain 
fall for the growth of the crops. There is a notable absence 
of sand between Brandon and the mountains. It occurs in 
very few places, and it so happens that nearly all of the 
sandy spots have been taken > by settlers. The yellow 
clay subsoil, so common west o oosejaw, has doubtless 
been frequently mistaken for sand Wy parties looking at it 
from passing trains. I do not hesitate to say that the 
Canadian Pacific Railway has more good agricultural land, 
more coal and more timber belween Winnipeg and the Pacific 
Coast than all of the other Pacific railways combined, and 
thatevery part of the line, from Montreal to the Pacific, 
will pay.” 


Cape Fear & Yadkin Valley.—On the southern exten- 
sion of this road the grading is now well advanced from Shoe 
Heel, N. C., southwest to Bennettsville, S. C., about 25 
miles, and track laying was begun at Shoe Heel iast week. 


Central Iowa.—On application of stockholders, the 
New York Supveme Court has issued a preliminary injunc- 
tion restraining this company and the Central Trust Co. 
from issuing the proposed new consolidated bonds pending 
further hearing in the case. The Central Trust Co. is the 
trustee named in the new consolidated mortgage. 

The company did not pay the interest due Oct. 1 on East- 
ern Division and other bonds. It is explained that the 
default was due to pending litigation, and that payment will 
be made as soon as matters are so arranged that it can 
legally be done. 


Chicago, Burlington & Quincy.—This company’s 


statement for August and the eight months ending Aug. 31 
is as follows: 








nn st.———_— ---—Eight months ——— 

1884. 1883. 1884. 3. 
Earnings....... $2,447,494 $2,495,124 $15,798,715 $15,725,032 
Expenses...... 1,118,480 = 1,198,527 8,767,937 8,261,634 
Net earnings. $1,329,014 $1,296,597 $7,030.778 $7,463,098 
Pr. ct. of exps.. 45. 48.0 55.5 62.5 


For the eight months the gross earnings increased 3° 3,683, 
or 0.5 per cent., while the expenses increased $506,003, or 
6.1 per cent., the result being a decrease of $432,320, or 5.8 
per cent., in net earnings. 


Chicago, St. Paul, Minneapolis & Omaha.—This 
company has given notice that it will issue $1,362,600 new 
preferred stock and $2,073,900 new common stock, based 
upon 138 miles of new road. 


Colorado Midland.—The Leadville (Col.) Herald says: 
**The charter of the road has been granted, and the sur- 
veyors are at work. The road will be knowa as the Colo- 
rado Midland Railroad, will be broad gauge, and start from 
Colorado Springs, thence to Manitou, through Ute Pass to 
the base of Pike’s Peak, tapping that magnificent tie coun- 
try, thence through the South Park to Alma, Horse Shoe, 
Iowa and California gulches to Leadville ; thence across the 
range at Half Moon or Lake Creek on to Frying Pan, Glen- 
wood Springs and the state line. This route is about 155 
miles air line from Colorado Springs, and taps the immense 
timber country around Pike’s Peak, and the low-grade ores 
of Fairplay, Alma, etc. Two spt parties are now on 
the route ; the cost is estimated at $2,500,000.” 


Cennotton Valley.—The following statement of earn- 
ings for the month of August is made : 








1884. 1883. Decrease. P.c. 

Earnings $34,933 ,498 5,565 13.7 
Expenses 19,706 24,174 4,468 18.6 
Net earnings ........ .... $15,227 $16,324 $1,097 6.8 
Per cent. of expenses..... ne 59.7 SO accuse 


The operations for July, 1884, were; Gross, $26,758; 


expenses, $19,271; net, $7,486. The company has paid 
interest on the terminal, car trust and equipment securities 
oe eae, and had, it is said, Sept. 30, a cash surplus 
of $28, 4 


Detroit, Mackinac & Marquette.—This company 
defaulted on its interest due Oct. 1. There are $2,280,000 
first-mortgage bonds, $4,560,000 land-grant bonds, $1,500,- 
000 income bonds, and $4,750,000 stock. The road was 
commenced under Seney auspices, and was opened in De- 
cember, 1881, from Marquette, Mich., to Point St. Ignace, 
152 miles. The President is James McMillan, of Detroit. 
The company issued a circular stating that in consequence 
of the disturbed rates on ore and the depressed condition of 
the iron trade it was unable to meet the interest on its 
bonds. The company controls the Marquette & Western, 
oe Marquette to Ishpeming, but does not lease that 
road. 

The default of this company on its coupons due Oct. | is 
thus explained by Mr. McMillan, Secretary and Treasurer 
of the company: ‘ By an amicable agreement between the 
bondholders aud the builders of the road the payment of 
the interest on the bonds was deferred. This was done on 
account of a special arrangement which had been agreed 
upon to pay the interest out of the proceeds of the sale of 
lands along the line of the road, an arrangement which 
could not be well carried out, owing to the depressed condi- 
tion of the land market. Inasmuch as the bondholders 
are composed largely of the builders of the road, the 
matter assumes a status wholly different from what it would 
be if the bondholders and the builders bad not identical in- 
terests. The lands could not possibly be disposed of at the 
present time without incurring great loss. It was therefore 
thought advisable to hold them until better prices ruled. 
The road itself is in a healthful condition, and is doing more 
than paying operating expenses.” 

The builders of road (George I. Seney and associates) did 
not succeed in selling the bonds, and consequently still bold 
most of them. Some were pledged as collateral for loans, 
and most of them were left by the Seney failure with the 
holders. These are about all the bonds held by outsiders. 


Eastern & Western Air Line.—Representatives of 
the companies organized under this name in several states 
are to meet in Pittsburgh, Oct. 15, for the purpose of con- 
solidating interests. It is the familiar old project for an air 
line from New York to Council Bluffs, with branches to 
Chicago, Cincinnati and St. Louis, which bas been coming 
up at intervals for the past 20 years, and will probably keep 
coming up agaio for 20 years more, or perhaps until electric 
balloons or pneumatic tube lines secure the bulk of the 
traffic and railroads are superseded by real air lines. 


East Tennessee. Virginia & Georgia.—The follow- 
ing statement is made for August and the eight months 
from Jan. 1 to Aug. 3): 








-—-—August.—-— ——-Fight months.—— 

1884. 883. 1884. 883. 
Earnings.... ..... $312,723 $362,564 $2,455,039 $2,509,638 
Expenses ......... 188,026 184,516 1,612,319 1,556,938 
Net earnings ... $124,697 $178,048 $842,720 $952,700 


This shows for the eight months a decrease in gross earn- 
ings of $54,599, or 2.2 per cent., accompanied by an in- 
crease in expenses of $55.381, or 3.6 per cent., the result 
being a decrease of $109,980, or 11.6 per cent., in net 
earnings. ! 

Florida Soutbern.—This company is receiving bids 
for the building of 30 miles of new road, from its present 
terminus at Leesburg, Fla., south to Pemberton. 


Gainesville & Cartersville.—Work has been begun at 
Gainesville, Ga., and Dawsonviile on the grading of this 
road by the contractor, John C. Sage. The road is to run 
from Gainesville west to Dawsonvilie and thence southwest 
to hy pga onthe Western & Atlantic road, about 60 
miles in all. 


Illinois Central.—It is said that a survey is in progress 
for an extension of the Yazoo City Branch of this company’s 
Southern Division from Yazoo City, Miss., northward to 
Memphis, Tenn., a distance of about 170 miles. The line 
indicated will run about half way between the main Jine of 
the Southern Division and the new Louisville, Ne w Orleans 
& Texas road. 


Illinois Railroad Taxation.—A dispatch from Spring- 
field, IlJ., Oct. 2, says: “The State Board of Equalization 
has fixed the assessable value of the railroad property in 
this state at $80,267,186. The total length of main track 
assessed is 7,927 miles. The rate per mile assessed on main 
track varies from $1,000, at which three small roads are 
assessed, to $25,000, which is the valuation placed on the 
track of the Chicago & Western Indiana and the Pennsyl- 
vania Company. Of the 61 roads scheduled only 13 are 
assessed at $10,000 or more per mile of main track. In 
making its equalization the board has added $172,069 to 
the value of the Chicago, Burlington & Quincy, $72,309 to 
the Chicago & Northwestern, and $132,438 to the 
Chicago & Western Indiana. Tne valuation of the Indiana, 
Bloomington & Western is decreased $168,867, and the 
Wabash is lowered $164,378. The heaviest values assessed 
in round numbers are the Chicago & Alton, $5,800,000 ; 
Chicago, Burlington & Quincy, $9,000,000 ; Chicago & 
Northwestern, $4,000,000 ; Chicago, Rock Island & Pacific, 
$4,500,000 ; Wabash, $8,500,000 ; Chicago, Milwaukee & 
St. Paul, and the Ohio & Mississippi, each $2,000,000. 
There are 100 miles more of main track assessed than last 
year, and the total amount is valued at $1,105,084 higher 
than in 1883.” 


Indianapolis Union.—The Indianapolis News of 
Oct. 1 says: ‘*The directors of the Union Railway Co. 
were ip session for a number of hours yesterday after- 
noon, and again this morning. Several plans for a new 
passenger depot were submitted, and one was practi- 
cally adopted. It provides ample accommodations for 
passenger and waiting rooms, baggage, ticket, mailing, ex- 
press, etc., departments, and will have shed room for a score 
of passenger trains. The plan will be changed to suit 
the site selected. President McCrea and Vice-President 
Malott were ap:ointed a committee to secure such addi- 
tional ground adjacent to the old depot as may be required, 
and to obtain such legislative action on the part of the city 
as may be necessary. The new building has now been agreed 
upon, but the time for beginning its erection depends en- 
tirely upon circumstances, and chiefly upon the financial 
situation next spring. Nothing will be done this year ex- 
cept, perhaps, to obtain an option on the needed property 
for a site. The outlay contemplated is a half or a million 
dollars. The depot wiil occupy the old site, extending prob- 
ably both east and west. It will be necessary, probably, to 
— vacation of Meridian street and Illinois at 
grade, 


Kansas City, Fort Scott & Gulf.—Suit has been be- 
gun by a stockholder to enjoin this company from putting 
its endorsement or guarantee u the bonds of the new 
Kansas City, Clinton & Springfield road. He claims that 





such endorsement will be a burden = the company and 
will damage the interest of the stockholders. 


Louisville, Evansville & St, Louis.—A dispatch 
from Louisville, Oct. ¥, says: ‘*In the Superior Court at 
Evansville suit bas been filed to compel the appointment of 
a receiver for the Louisville, Evaxsville & St. Louis Rail- 
road. The plaintiff says the road has been badly eae 
and at present trains cannot run on full time, and the rolling 
stock is in such condition that the cars cannot carry full 
weight of freight. The complaint mentions many debts 
hanging over the railroad company, amounting to not lees 
than $47,000 in operating expenses, due to outside parties. 
The complaint says the road is three months behind in pay- 
ing employés, and that the holders of the $980,000 of bonds 
have no access to the books and are unable to give other 
amounts, but they know there was a floating debt of $500,- 
000 July 4, 1884, 

‘The plaintiff presented coupons of the bonds at the 
office of the Mercantile Trust Co. tor payment of the inter- 
est, but was refused, the company saying that the railroad 
company had left nocash for such payment. The plaintiff 
then made awritten demand for the interest, and 15 days 
afterward the interest was paid to prevent a foreclosure of 
the mortgage. The complaint says the road is so 1un down 
that if the present management remain in control longer the 
property will not be worth the amount of mortgage bonds.” 


Louisville & Nashville.—At the annual meeting last 
week the following resolutions were unanimously passed by 
the stockholders : 

‘‘Whereas, The stockholders of the company, at its regular 
annual meeting in October, 1882, by virtue of the authority 
conferred by the amendment to its charter, increased the 
capital stock of the company by an amount sufficient to 
make the whole capital stock $30,000,000 in stock author- 
ized, and directed the board of directors to take steps to 
issue, and at their discretion from time to time dispose of 
such increase upon such terms and in such manner as they 
might deem for the best interest of the company, but no dis- 
position thereof to be made at less than the market price at 
the times of the sales thereof, and all said increase or 
additional stock has been sold, excepting 50,000 shares, or 
$5,000, in amount thereof, which said shares have not 
been listed at the New York Stock Exchange, nor sold, but 
now remain the property of the company; and 

‘“* Whereas, in addition to bonded indebtedness the com- 
pany is largely indebted in the aggregate amount of about 
$4,835,000, and it bas not money in band, nor any adequate 
mode of raising the money to pay the said last named in- 
debtedness, except by the issue and sale of its negotiable 
bonds, to be secured by a mortgage upon the property, 
and ty sale of said 50,000 shares unlisted capital 
stock, being the unsold portion of the increase, and the 
President and directors have in pursuance of lawful 
autho. ity decided that the company issue and sell ne- 
gotiable bonds to the amount of $5,000,000 in the aggre- 
gate, and tosecure their payment to execute and deliver a 
mortgage upon its railroad estate and other property in 
Tennessee and Kentucky, excepting its lines from Louis- 
ville to Lexington, and from La Grange to Newport and 
the Cincinnati briige, and the Cecilia and Richmond 
branches, which action of the President and directors is 
hereby approved. It is therefore 

* Resolved.—Tnat the President and directors are hereby 
authorized and requested to issue and sell said bonds or 
borrow money on the pledge thereof of said bonds secured 
as aforesaid, by mortgage of the property aforesaid, and to 
pledge for the company’s indebtedness or for future loans 
50,000 shares of unlisted stock, and that the President and 
directors are further fully authorized to sell said 50,000 
shares of stock at such prices and upon such terms as in their 
discretion and judgment they may deem best for the interests 
of the company, with like authority to make in their 
discretion any agreements for guarautee or financial aid, 
or to make a combined sale of stock and bonds, or a sale of 
the bonds by themselves and the stock by itself.” 

No proposition for the issue of preferred or guaranteed 
stock was submitted to the meeting. 

The new bonds to be issued will bear 6 per cent. interest 
and will have 40 years to run from Oct. 12, 1884, but the 
company reserves the option of redeeming them at par at 
any time after 10 years. They will be secured by mortgage 
on 783 miles of road, including the main line. ‘These bonds 
and the $5,000,000 stock are offered to stockholders of rec- 
ord on Oct. 11, each holder baving the privilege of taking. 
for each 50 shares held, 10 shares of new stock at 26 an 
one $1,000 bond at 66, payment in full to be made with 
each subscription. The privilege will cease Oct. 13. It is 
announced that all bonds and stock not taken by stockhold- 
ers have beeu contracted for by asyndicate, At the prices 
named the $5,000,000 stock and $5,000,000 bonds will real- 
ize the company $4,600,000, which sbould be sufficient to 
provide for the floating debt, according to the statements in 
the anvual report. 


Manhattan.—The following is a statement of the num- 
ber of passengers carried on the elevated railroads in New 
York and of the gross earnings of those roads for the year 
— Sept. 30 for six years since the completion of the 
roads : 





Passengers. Earnings. 
1878-79 $46,045, 181 $3,526,825 
879-80 60.831 ,757 4,612,976 
1880-81... 75,585,778 5,311,076 
1881-R2..... 361.029 5,973, 
1882-83 92,124,943 6,386. 506 
1883-84 f PY 6,723,832 
The increase last year over 1882-83 was, in passengers, 
4,564,049, or 4.7 per cent.; in earnings, $337,326, or 5.9 


per cent. The average fare per passenger last year was 6.92 
cents. 

Marshfield & Centralia.—This company has been or- 
ganized to build a railroad from Centralia, Wis., by way 
of Vesper to Marshfield on the Wisconsin Central road, a 
distance of about 30 miles. The office is in Marshfield, Wis- 
cousin. 


Mobile & Ohio.—The following statement is made for 
August and the eight months from Jan. 1 to Aug. 31: 


-——-August, —— ——— Eight months.—-—, 
1884. 1883 





1883. 1884. 
Earnings... ...$143,606 $156,584 $1,245,084 $1,254,194 
Expenses....... 125,678 127,398 1,011,522 992,145 
Net earnings. $17,928 $29,186 $233,562 $262,049 
Per ct. of exps.. 87.3 81.1 81.2 79.1 


For the eight months the gross earnings decreased $9,110 
or 0.7 per cent., while the expenses increased $19,377 or 1.9 
per cent., the result being a decrease of $28,487, or 10.9 per 
cent., in net earnings. 


Mexican Railroad Notes.—Work on the Chapala 
Railroad in the state of Jalico was begun Sept. 16. 

The Mexican Central Co. has fixed prices for coal and 
coke at stations along its line. The prices vary according 
to distance from El Paso, ranging from $13 per 1,600 kilo- 
grams for coal and $19 for coke at Chihuahua to $21.75 for 
coal and $28 50 for coke in the city of Mexico. The sales 
are only by car-loads, The coal and coke are from New 

exico, 





The government of Zacatecas has authorized Sr. Juan 
Brefia or the company which he may organize, to construct 
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and operate a railway between that capital and the mining 
town of Veta Grande, with the branches which may 
deemed necessary to unite it with the line of Guadalupe as 
well as the mines and reduction works. 


Mississippi & Tennessee.—It is reported that this 
road will be extended from Grenada, Miss., southwest about 
110 miles to a connection with the Louisville, New Orleans 
& Texas road at Anthony’s Feiry on the Yazoo River. 


New Castle & Northern.—The Pittsburgh Railway 
Reporter of Oct. 4 says: “The New Castle Northern Rail- 
way case was finally settled on Thursday, at New Castle, by 
Judge MeJunkin overruling all exceptions filed to the Mas- 
ter’s report, which he confirms. he injunction granted 
some time since restraining defendants from calling a di- 
rectors’ or stockhelders’ meeting in Pittsburgh is made per- 
petual. James S. Negley and James S. Negley, Jr., are 
ordered to turn over to the company, whose office is declared 
to be in the People’s Savings Bank, in New Castle, all the 
bonds, papers, deeds and other property now in their posses- 
—_ belonging to the company, and to pay to the plaintiffs 
all their costs.” 


New Haven & Derby.—A dispatch from New Haven, 
Conn., Oct. 6, says: *‘ The Board of Aldermen received the 
report of their Finance Committee to-night and rejected the 
scheme which the Derby Railroad directors offered for a 
rea ljustment and scaling down of the debt which the rail- 
road owes the city. When the railroad was built some 30 
years ago, the city took 2,000 of the 4,770 shares of stock, 
advanced some cash and guaranteed the interest of $225,000 
of second-mortgage bonds. The railroad has not been pay- 
ing the interest on the mortgage for 26 years, and the debt 
in favor of the city has accumulated to $304,000, and is in- 
creasing yearly. The proposition which the road made was 
to create 1,500 shares of preferred stock, so lessening the 
value of the city’s common stock, and to apply the proceeds 
to paying off the $304,000. The debt was also to be scaled 
down by forgiving part of the interest. This proposition 
was entirely unsatisfactory to the Common Council and 
Board of Aldermen, as it would have lessened the value of 
the city’s security without giving them control of a majority 
of the stock, and so was rejected. The Committee on Fi- 
nance reported in favor of an entirely new plan; that the 
city take 1,500 shares of new stock at $100 each in part 
payment, $75,000 to be repaid in installments, and a sink- 
ing fund to be created for the paymentof the second-mort- 
gage, which the state has guaranteed. The first-mortgage 
bonds, $300,000, are now at 7 per cent. interest. They are 
due in a few years. It is proposed to fund these at a lower 
interest, aud run the road more to pay off its indebtedness 
to the city than for the benefit of the directors.” 


New Orleans & Northeastern.—The repairs to the 
long trestle bridge over Lake Pontchartrain, a part of 
which was burned Sept. 25. were completed Oct. 4, and 
trains are now crossing without detention. The company 
fortunately bad a large stock of timber on hand which 
— be used at once, thus avoiding any delay in tbe 
work, 

The shops at Meridian, Miss., were destroyed by fire on 
the night of Oct. 1, with two locomotives and a number of 
cars, The loss is estimated at $250,000. The buildings 
were of wood, but lately completed, and were well stocked 
with tools, nearly all of them new. 


New York & New England.—The Receiver’s state- 
ments give the following figures for August and the eight 
months ending Aug. 31: 


-——August.—— Eight months. 
1 884 1883 


4 1883. 1 4 ’ 
Wares. SES onc cus $300,794 $391,825 $2,168,506 $2,377,290 
Expenses. ........ .. 211,169 254,225 1,729,607 2,013,294 
Net earnings...... $89,625 $137,600 $438,899 $363,996 
Per cent. of exps ... 70.2 64.9 79.8 84.7 


For the eight months.the gross earnings show a decrease 
of $208,784. or 8.8 per cent., while the expenses decreased 
$283,687, or 14.1 per cent., the result being a gain of $74,- 
903, or 20.6 per cent., in net earnings. 

At the special meeting of the stockholders in Boston, Oct. 
7, the committee appointed at the June meeting reported as 
follows : 

‘That on Oct. 1, 1884, the floating debt and accrued in- 
terest thereon amounted to $1,040,957. 

“That the amount due and unpaid, for interest on the 
different classes of bonds was $456,057. 

* Your Committee finds that the Receiver has in hand, 
in addition to his supplies, claims amounting to over $100,- 
000 that are good and collectable, leaving the whole indebt- 
edness $1,497,014. 

‘The company has in hand the preferred stock lately 
authorized by the legislatures of the different states through 
which the road passes, and also about $2,000,000 of second- 
mortgage bonds of the company. 

‘Your Committee, therefore, recommend that the same 
be used in settling the debts of the company. 

** By this arrangement all the debt except that due for in- 
terest, will be liquidated—this last it is hoped will be taken 
care of by the quick assets and current earnings of the road 
—the default cured, the receivership discharged, and the 
ated put back in the hands of the company at an early 
date. 

‘In conclusion your Committee begs leave to call attention 
to the general and marked improvement in the condition of 
the road and equipment, and to the fact that the double 
track is in complete working order to Willimantic, the point 
of junction with the New York, New Haven & Hartford 
Railroad, over which the establishment of a quick train 
service to New York is but a question of time.” 

The report was accepted and it was voted that the direc- 
tors be authorized to extinguish the floating debt of the com- 
pany by issuing preferred stock or second mortgage bonds 
at their discretion. The following vote was then offered : 

‘*That the directors be and hereby are authorized to issue 
at their discretion, from time to time, not exceeding 50,000 
shares of preferred stock, in accordance with the provisions 
of the acts of the legislatures of Connecticut, Massachusetts 
and Rhode island, and if these shares are issued and sold for 
cash the Treasurer is authorized to receive the proceeds of 
sucsh hares, in trust, to apply the same to the payment of 
debts if any are due at that time, to the subscribers therefor 
respectively, including interest due thereon at 6 per cent. per 
annum up to Oct. 1, 1884.” 

A long discussion followed, in the course of which the 
following was offered as an amendment: 

“ Resolved, That the state of Massachusetts and the holders 

of the second-mortgage bonds be requested to aid in the pay- 
ment of the floating debt of the road by allowing the issu- 
ance of $2,000,000 of second-mortgage bonds now in the 
hands of the corporation.” 
_ A majority of the stock not being represented, the meet- 
ing then adjourned until the next day, the adjournment to 
be continued from day to day until the majority vote re- 
quired by law should be recorded. 

New York, West Shore & Buffalo.—It is understood 
that for some time past there bas been quiet but steady buy- 
ing of the first mortgage bonds, apparently for one or two 
pirties. New York reports point variously at Mr. Vanderbilt, 
Jay Gould and the Grand Trunk Co, as the u.known buyer. 





The object of Mr. Vanderbilt or the Grand Truvk in secur- 
ing bonds enough to control the reorganization of the com- 
pany is plain enough, but why Mr. Gould should buy the 
bonds—if he is buying them—is not so clear. 


Oregon Railway & Navigation Co.—The following 
statement of earnings for the fiscal year ending June 30 is 
published in advance of the issue of the annual report : 








1883-84. 1882-83. Increase. P.c. 

Earnings....... $5,364,906 $5,100,512 $264,394 5.2 
Expenses ...... 2,882,231 2,624,170 258,161 9.8 
Net earnings. $2,482,575 $2,476.342 $6,233 0.2 
Per ct. of exps. 53.7 51.4 2 es 
lt is understood that the negotiations for the lease of the 


company’s property tothe Northern Pacific Co. are ata 
stand-still, and itis uncertain what the next step in the 
matter may be. 


Ouachita Valley.—This company is asking town and 
county subscriptions for the construction of its road from 
Monroe, La., through the Ouachita Valley to Camden, Ark., 
about 100 miles. 


Pennsylvania.—The passenger station in Jersey City, 
recently destroyed by fire, and which is now in course of 
reconstruction, it is expected will be tinished by the end of 
the year. The car sheds are now completed ; a new building 
for offices, of brick, three stories in height, the dimensions 
of which are 113by 35 ft.,is nearly ready for occupancy. 
The piling under the ferry houses, which it was feared had 
been hopelessly destroyed, was found to be in better condi- 
tion than was expected, and has been in part recovered, 
saving considerable expense. Over the ferry slips and 
platforms the rafters are being raised, and the ferry houses 
will soon be under roof. In the work of reconstruction par- 
ticular attention has been paid to the improvement of the 
accommodation of passengers. Temporary sheds for the ac- 
commvcdation of passengers are now in use. 

It is stated that the company has concluded a new con- 
tract with Pullman’s Palace Car Co. for the use of the Pull- 
man sleeping cars onits lines. The new contract provides 
for a lower rental for the cars than that paid under the old 
one, which expires with the present year. 

The company has notified the Baltimore & Ohio that it 
will not haul its through trains between Baltimore and New 
York after Oct. 12 as noted elsewhere. An officer of 
the company is reported as stating that this move- 
ment is a part of the general system of reducing ex- 
penses. ‘We are now hauling,” he continued, “two trains 
each way daily for the Baltimore & Ohio Co., and the 
latter does not give us business enough to warrant the con- 
tinuance of the connection. We pay car service for the 
cars, and we think that recent experiences have shown that 
we are able to handle ourselves all the traffic between Balti- 
more and New York. I am sure that this is true of the 
through business.” 


Philadelphia & Atlantic City.—The Philadelphia 
Ledger of Oct. 6 says: “‘ A large force of workmen were em- 
ployed all day yesterday in completing the change of the 
Philadelpbia & Atlantic City Railroad tracks from narrow 
(3 ft. 6 in.) tostandard gauge. The frogs, crossings and 
switches had been distributed along the line of the road, 
and the work of tearing up the old crossings and placing 
the new ones in position required nearly all day. 

“The work was done under the direction of Superintend- 
ent S. F. Urie and Road-master Ezra Lippincott. The 
West Jersey and the Camden, Gloucester & Mount Eph- 
raim roads had sections of men at work in placing the cross- 
ings of those roads in position. 

“The locomotives and passenger cars were transferred 
from the New Jersey Southern Railroad at Winslow Junc- 
tion, the first locomotive and cars reaching the Camden ter- 
minus at an early hour last evening. The freight cars were 
taken on a float from the Pennsylvania side to Bulson street. 
Several of the railroad officials went over the road last night 
on a tour of inspection. Trains are expected to leave Cam- 
den and Atlantic City this morning at the usual time. The 
harrow gauge rolling stock was all brought to the Camden 
depot.” 


Philadelphia & Reading.—On petition of the Re- 
ceivers the United States Circuit Court has designated 
Samuel Bell as trustee under the income mortgage in place 
of Edwin M. Lewis, deceased. . 

It is understood that a number of holders of consolidated 
adjustment scrip, on which interest is in default, are pre- 
paring to demand either payment of the interest or the 
delivery to them of the income bonds, which were pledged 
as security for the payment of the scrip. 

Work has been begun in Philadelphia on the construction 
of the Schuylkill River East Side road, which is to connect 
this company’s line with the Baltimore & Ohio extension to 
Philadelphia. 


Pine Bluff & Swan Lake.—Track on this road is re- 
ported laid from Rob Roy, Ark., on the Texas & St. Louis 
road southeast along the north side of the Arkansas River 
to Corner Stone, a distance of 13 miles. _ About 7 miles re- 
main to reach Swan Lake, but section will probably not be 
completed until next year. 


Portland & Ogdensburg.—Receiver 8S. J. Anderson 
has filed with the Court his report for the quarter ending 
June 30. The receipts are $198,367 and the expenditures 
$198,163. The total expenditure on the track and bridges 
maneete to $144,639. The entire track has been relaid with 
steel rails. 


Rochester & Pittsburg.—Foreclosure proceedings by 
the second mortgage bondholders have been begun again, 
the necessary 60 days’ notice having expired. There wasa 
hearing last week at Lock Haven, Pa., for the appointment 
of a receiver, The Court reserved its decision. 

The floating debt and second-mortgage bondholders submit 
a plan of reoganization to the directors, by which new capi- 
tal stock shali be issued to the extent of $15,000,000, in 
place of present $20,000,000, of which $5,000,000 shall be 
preferred stock, entitled to 6 per cent non-cumulative divi- 
dends, and $10,000,000 common stock. The present stock- 
holders will receive $5,000,000 of the new common stock, or 
at the rate of 25 shares for each 100 of their present hold- 
ings, without paying any assessment. The balance of the 
preferred and common stock will be offered to stockholders 
of record in proportion of 25 shares of preferred and 25 
shares of common, for each 100 shares of present holdings, 
on the payment of 15 per cent in cash, or $1,500 per 100 
shares. This money will be used to pay off the second-mort- 
gage bonds and floating debt, whatever proportion of equip- 
ment bonds can be bought up, and to make necessary im- 
provements on the road. The plan will be submitted to the 
stockholders, a great many of whom have already approved 
it. 

Saginaw, Tuscola & Huron.—A contract has been 
let to M. Lalley, of Saginaw, for the grading of a branch or 
extension of this road from Bayport, Mich, eastward to Bad 
Axe in Huron County, a distance of about 20 miles. 


St. Louis, Hannibal & Keokuk.—Argument was 
heard last week in St. Louis on the question of approving 
the master’s report recommending the payment of a number 





of ciaims for labor and supplies furnished prior to the ap- 
pointment of a receiver. The Court reserved its decision. 


St. Louis & San Francisco.—This company’s Bolivar 
Branch is now completed to Wishart, Mo., 8 miles north- 
ward from the late terminus at Buckley and 29 miles from 
Springfield. Trains began to run to the new terminus on 
Oct. 7. About 10 miles remain to complete the road to 
Bolivar, and work is progressing steadily. 


St. Paul & Minneapolis Elevated.—The St. Paul 
Pioneer-Press of Oct. 4 says: “Out of all the rumors in 
regard to a new line between St. Paul and Minneapolis, to 
be an elevated road, some truth glimmers. The company 
interested in the project is composed of men like William 
Davidson, J. H. Drake, M. B. Sherwood, R. P. Ober and E. 
A. Hendrickson, of St. Paul, and J. B. Bassett and James 
MeMillan, of Minneapolis. J. M. Gilman is counselor. One 
of the active members of the company is now in the East 
inspecting elevated roads and making financial negotiations. 
An offer has already been received from a Baltimore firm to 
construct the road. An application is before the Minneapo- 
lis City Council, to be considered to-day, tor certain rights 
and privileges to be granted in that city to the company. 
As soon as they are secured a similar application will be 
made to the St. Paul Council. The members of the com- 
pany seem very hopeful of success and express their inten- 
tions of pushing the work rapidly. The electrical scheme 
has not materialized yet. Col. McCrory seems to fully in- 
tend to bring his motor into St. Paul by spring, and Mr. 
Lowry is reported as all ready to start the street cars be- 
tween the two cities as soon as he sees a chance to make it a 
profitable object.” 


St. Paul, Minneapolis & Manitoba.—On its Novem- 
ber quarterly dividend this company reduces the rate from 
8 to 6 percent. yearly. Concerning this change the direc- 
tors issue the following statement: 

‘In accord with the policy suggested in the last annual 
report to the stockholders that a cash reserve be accumu- 
lated, the board unanimously resolved to reduce .the div- 
idend from 2 to 114 per cent. 

“The net earnings for the first quarter of the fiscal year 
are fully equal to those of the same period last year, and the 
directors consider that the prospects of the company are 
even more encouraging.” 


Securities on the New York Stock Exchange.— 
The Governing Committee of the New York Stock Exchange 
has placed the following securities on the lists: 

Chicago, Milwaukee & St. Paul, $3,000,000 new terminal 
5 per cent. bonds. 

—— & Southern, $1,250,000 first-mortgage 6 per cent. 
bonds. 


Somerset County.—This company has been organized 
to build a railroad from Confluence, Pa., on the Pittsburgh 
Division of the Baltimore & Obio, north by east to Somer- 
set, about 20 miles. The proposed line is all the way paralle 
to the present road. 


Terre Haute & Indianapolis.—The track on this 
company’s Logansport Division is now laid to South Bend, 
Ind., 10 miles northward from the late terminus at Lake- 
ville, 67 miles from the old terminus at Logansport, and 183 
miles from Terre Haute. This extension gives the roada 
connection with the Michigan system of roads, which will 
probably give it some lumber traffic, and will be more valu 
able as an outlet for the coal which is extensively mined on 
the main line and also on the Logansport Division. 


Union Pacific.—The Boston Transcript compiles from 
the statemen to the United States Commissioner of Rail- 
roads and other sources the following estimate of this com- 
pany’s floating debt:* 


Gross floating debt Jume 30 ...............e00. --. «-- $13,110,020 
Offsetting assets June 30......... 6 cece cece ee eee teens 6,209,842 
Net floating debt Jume 30............ ....... . $6,900,177 
Canceled since June 30 from earnings................. 1,359,060 0 
Net floating debt Sept. 30..............00-.00.00- $5,550,177 
Less to be paid in October, say..............20eee- eee 1,200,000 
Probable net floating debt Oct. 31.... . .... ... $4.350,177 


The amounts of debt and assets June 30 are taken from 
the balance sheets submitted to the Commissioner. 

The company has finally opened for business the Leadville 
Extension of its Denver & South Park Division, and will 
hereafter run all trains to Leadville by this line, aban- 
doning the old route by way of Buena Vista, which re- 
quired the use of 37 miles of the Denver & Rio Grande 
track. The new line, track on which was laid early in the 
year, starts from Como, on the older part of the division, 
and runs northward to Dillon and thence southwest to Lead- 
ville, a long detour being necessary to get over the moun- 
tain divide, By this Jine the distance is 64 miles from 
Como to Leadville and 152 miles from Denver to Leadville, 
or 20 miles less than by the old line. 

This company’s statement for August and the eight 
months ending Aug. 31 is as follows, including the leased 
lines : : 

August. _ —Eight months. -—— 
4 18 1884. 1883 
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Earniogs... ....$2,430,155 $2, 77,402 $15,871,292 $17,938,160 
Expenses....... 1,103,470 1,377,270 9,372,429 1,223,708 

Net earnings.$1,328,685 $1.1C0.132 $6,498,863 $8,714.457 
Per ct. of exps. 45.4 55.6 59.0 51.4 


The decrease in gross earnings for the eight months was 
$2,066,868, or 11.5 per cent. This was accompanied by an 
increase in expenses of $148,726, or 1.6 perScent., the re 
sult being a decrease of $2,215,594, or 25.4 per cent. in net 
earnings, 

The land sales of the Union Division for September were 
1,224,459 acres, and to Sept. 30 this year 4,069,996 acres; 
cash collections were $972,150 in September and $6,221,370 
for the nine months. Land sales of the Kansas Division in 
September. were 29,759 acres for $139,200. 

The Wood River Branch of the Oregon Short Line is now 
completed and opened for business to Ketchum, Idaho, 12 
miles north of the old terminus at Hailey, and 69 miles from 
Shoshone Junction. 


Western Union Telegraph.—At the annual mecting 
in New York, Oct. 8, the stockholders voted to approve the 
recommendation made in the annual report that the divi- 
dends be reduced from 7 to 6 per cent., in order that the 
company may accumulate a cash reserve for the purchase of 
the telegraph lines as opportunity may offer. 

Wichita & Western,—It is stated that this road,which 
is owned jointly by the Atchison, Topeka & Santa Fe and 
the St. Louis & San Francisco companies, will be operated 
independently. A superintendent will be appointed who 
will manage the road for joint account of the two owners. 
The road was recently completed from Wichita. Kan., west 
to Kingman, 45 miles. 

Williamsport & North Branch.—tThis road is now 
completed to Glen Mawr, Pa.. 6 miles east by north from 
the late terminus at Picture Rocks and 1514 miles from the 
junction with the Philadelphia & Reading at Halls. Work 
is in progress toward Jonestown, in Sullivan County, 11 
miles er, : 





